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The electrification of part of the Rochester division of the Erie, 
which is described in detail elsewhere in this issue, is in some 
respects more interesting than some of the larger electrification 
schemes which have received so much attention recently because the 
road is typical of 75 per cent. of the railroad mileage in the United 
States. It is single track road running through an agricultural 
country with a large city at one end and a few small towns along 
its route. The steam passenger service before electrification con- 
sisted of three trains each way a day between Mt. Morris and Avon, 
and six trains each way been Avon and Rochester. There were 
only four stops for trains between Avon and Rochester, 19 miles, and 
five between Avon and Mt. Morris, 16 miles. The electric trains have 
28 stops, 22 being flag stations. There are now eight trains each 
way a day between Mt. Morris and Rochester, and three additional 
trains each way between Mt. Morris and Avon, connecting with 
through steam trains to and from Rochester. The all-important 
question “Does it pay?” is best answered by the following statement 
of passenger revenue between Rochester and Mt. Morris for the two 
months of July and August in 1906 before electrification and in 1907 
after electric operation was begun on June 27: 


Increase. 
Month. 1907. 1906. Per cent. 
NES shes ane os ae nea eee $14,175.72 $10,735.20 4 
WUE i cas bec weceeeees 15,317.00 11,461.68 34 








In these red-lettered times curious are some of the anomalies 
that arise in the relations of the railroads to civics and politics. 
In Massachusetts one of the two great parties has just split in twain 
ostensibly, at least, over the question of the merger of the Boston 
& Maine system, and has furnished the first instance of a great party 
schism on such an issue in the nation’s annals. Or traveling west- 
ward in the trail of Dean Berkeley’s star of empire one finds the 
fledgeling state of Oklahoma and her new constitution. Oklahoma 
is in that condition of newness, when, if the historical precedent 
of the other far western states were worth anything, she should be 
craving railroads and trolleys at any price and leaving corporation 
baiting to a future when there would be more corporations tc be 
baited. But under the force of the pervasive epidemic she puts 
two cent passenger fares into her organic law, provides an elective 
commission and gives it power to regulate public service charges. 
Yet she veers also toward virtue by adopting a constitution that 
prohibits stock watering. Here again, by contrast with another 
commonwealth we find a paradex. Oklahoma, youngest of the states, 
sets her cherubic face sternly against corporate hydraulics. But 
how many weeks have passed since the legislature of Connecticut, 


after two centuries and three-quarters as colony and state and in 
late years a sufferer from trolley overcapitalization, overruled some 
20 vetoes of her Governor aimed at precisely that evil? The new 
and the old state have each ratified policies exactly the reverse of 
what would be inferred from civic experience, railroad history and 
antecedent conditions. Verily when our times are written up by 
the men of a new era they will find some things that turn logic 
upside down and make shriek theories of human motive and conduct. 








“Alarm and resentment” are felt among trainmen in Canada be- 
cause, it is said, the Government is too active in prosecuting con- 
ductors and enginemen on criminal charges in connection with col- 
lisions; and deputations of trainmen from a half dozen prominent 
cities have been to the Attorney-General with a protest. The plea 
of the protestants is that the men who have been brought before the 
courts are not criminals but have only committed errors of judg- 
ment. The action of the Government is said to be producing a gen- 
eral “feeling of nervousness.” The Attorney-General is quoted as 
saying that the statutes will or should be changed so that some of 
the weight of the law will fall on men “higher up.” Everyone 
must sympathize with these nervous trainmen, for it is true that in 
most cases “error of judgment” is a correct description of offenses 
of the kind referred to. But these errors produce such terrible re- 
sults that society has defined them as crimes. This is a crude way 
of curing the evils aimed at but it is the best that the legislatures 
have yet discovered. To get an idea of the attitude of people gen- 
erally on this subject, let any trainman imagine his own wife or 
mother killed in a collision in Europe or Mexico caused by the 
“error of judgment” of some trainman. As long as the right or trial 
by jury remains, however, we cannot believe that any trainman will 
be punished very severely in America for errors of judgment; for 
it is always easy to show that other persons, either fellow employees 
or men “higher up,” contributed to the mistake. Juries are disin- 
clined to punish one man when others equally guilty cannot be 
reached. Unfortunately, too, a good many errors amount to gross 
negligence, for which the dullest man has no excuse, howsoever 
strong may be the charge against the superintendent or the fellow 
employee. But, while the trainman usually can make but a poor 
show of being oppressed, society on the other hand may well ask 
whether such a situation as that in Canada does not evidence a 
deplorable inefficiency in the law. Errors of judgment are not cured 
or prevented by criminal laws. Gross negligence is not usually pun- 
ished, even if a clear case is proved. Producing a state of nervous- 
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ness does little if any good, and it may do much harm, for trainmen 
need to be calm. The only rational way to make conductors, en- 
ginemen and others adequately careful is to apply the slow, detailed 
methods of good discipline and instruction which educate men to 
carefulness. Abundant experience has shown the futility of every- 
thing else. Canada will do well to turn attention to the officers, as 
distinguished from employees, if it can thereby make progress in 
the discipline and training of men; but it is not likely to find a crim- 
inal statute an effective means to this end. 








Equipment depreciation and renewal is the subject of a careful 
study of practical equipment accounting by William Mahl, head of 
the accounting departments of the Union Pacific System and the 
Southern Pacific Company, which is printed on another page. It is 
a particularly important subject at this time, when the Interstate 
Commerce Commission has under consideration the final rules to be 
adopted for maintenance of equipment accounts. Mr. Mahl speaks 
out of an experience unusual in length and opportunities for studying 
accounting problems at first hand. His argument is based on the 
uniform practice of the Southern Pacific Company since 1890. As 
against any theoretical system of depreciation he puts himself on 
record as follows from his 17 years’ experience in direct manage- 
ment of equipment maintenance and renewals: 

“There has been a fairly approximate average annual charge for equip- 
ment vacated per locomotive or per car in service. This charge fixes a unic 
by which an estimate may be formed of the extent to which a railroad com- 
pany is making good the depreciation of its equipment. There will be as 
much difference among the railroads in this charge for depreciation as there 
is now in the average cost per annum for maintenance of way and structures 
per mile of road, or for the average cost of repairs per locomotive or per 
car per annum—in fact, in any cost of operation, and rightly so, because 
the conditions are not alike on any two properties. 

“Appreciating all the difficulties and cost which the keeping of the equip- 
ment accounts as contemplated by the commission will impose upon the rail- 


roads without any practical compensation therefor, it is to be hoped that the 
commission will amend its rules by omitting altogether the provision for 
“Depreciation,’ and amend the provisions for ‘Renewal” to represent the 
current cost of replacing all equipment vacated. This change will furnish 
the commission with reliable data about the depreciation which has been 
carried into the operating expenses of the railroads and enable it to order 
adjustments suitable to each case if any should be necessary.” 


Mr. Mahl believes that all practical purposes which the Commis- 
sion has in separating the equipment account into three divisions, 
“repairs,” “renewals” and ‘depreciation,’ can be accomplished by em- 
ploying the two divisions “repairs” and ‘‘renewals” as has been done 
by the Southern Pacific Company for many years. By this system 
the current cost of replacing the particular type of locomotive or 
car vacated, less the scrap value, is charged to operating expenses, 
and this same amount, together with the cash received as the scrap 
value, credited to a replacement fund, which is used to pay for new 
equipment of whatever capacity and design bought. In this way 
the integrity of the capital account “equipment” is maintained, 
while the actual depreciation during the year is made good from 
the year’s income. The cost of new equipment beyond the amount 
to the credit of the replacement fund is, of course, charged to capital 
account. This method is based upon the value rather than the num- 
ber of the equipment which as the dollar is the general unit of 
railroad accounting is the more accurate method. Mr. Mahl believes 
that under this system equipment is adequately maintained over a 
Series of years with the greatest simplicity in accounting methods. 
The Commission’s purpose in planning its new rules is admittedly 
to find out whether each railroad is under-, over- or exactly main- 
taining its equipment, facts which obviously cannot be determined 
from the information which has been furnished by many railroad 
companies in the past. Yet, if all railroads made as careful returns 
on this subject of equipment maintenance as do the Southern 
Pacific and the Union Pacific, would it not be possible for the 
Commission to arrive at this same information as accurately as by 
requiring the additional division of ‘‘depreciation” in the equipment 
account, particularly as the percentage of the original cost of equip- 
ment which should be set aside as depreciation is as yet entirely 
undetermined? 








FREIGHT CLAIMS: 


The suggestion recently made in these columns that the freight 
agent at every large station should be competent to handle damage 
claims as skilfully as the general claim agent himself (or, what 
is just as good, should have a clerk experienced in that work) 
is being carried out on one large western road, and we are informed 
that the good results of the change are already manifest. In some 


cases there is a marked improvement in celerity as well as in the 
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quality of the work done, for mosi agents are overworked and they 
sometimes leave claims correspondence unattended to for days. 
From this time forward the settlement of freight claims is also 
likely to be bettered materially, so far as interline claims are con- 
cerned, by the time-limit rule lately adopted by the Freight Claim 
Association. This went into effect September 1. It provides that: 
“Settling carrier shall investigate claim to establish validity and appor- 


tion liability. 

“Inquiry may be addressed direct to agent of interested earrier whenever 
practicable, and to the freight claim officer only after failure to obtain infor- 
mation from agent, or when necessary from nature of inquiry. 

“When agent of another carrier fails to answer within 20 days from date 
of inquiry, copy of inquiry, with request for reply, shall be sent by express, 
postal mail, or messenger, to freight claim officer of delinquent carrier. When an- 
swer is not received within 30 days to such request or to a direct inquiry to 
freight claim officer regarding a paid claim, paying carrier may, provided 
liability is not in its opinion located, charge full amount of claim to delinquent 
carrier, or if there are two or more delinquent carriers, then to delinquent 
carrier nearest paying carrier in direction of destination, and shall forward 
all papers relating to the claim to such delinquent carrier, who shall take the 
place of settling carrier, and make further investigation and distribution of 
amount of the claim.” 

We understand that the majority of the member roads have accepted 


this rule. It will be observed that the maximum time a claimant 
must now wait to get his money is 50 days, or, adding the time used 
up in “lost motion,” say two months. This is much better than the 
indefinite delays, months long, to which he has been compelled to 
submit heretofore. This should be a welcome improvement to 
claimants, and help greatly in promoting the friendly feeling for 
which the conscientious claim agent strives. 

In discussing, on August 9, this matter of using all legitimate 
means to secure and retain the friendliness of patrons, it was 
suggested that small claims which appeared to be valid, or that 
were presented by reputable people, be paid at once, without sub- 
jecting them to the delay incident to an investigation. In com- 
menting on this point in a later issue, Mr. Calkins, Freight Claim 
Agent of the New York Central, suggested the possibility of a 
violation of the interstate commerce laws in following such a 
practice. That, it seems to us, can easily be avoided. In fact some 
roads already follow such a policy. They get around the difficulty 
mentioned by inserting a proviso that should the amount, upon in- 
vestigation, prove incorrect, adjustment will be made by payment 
of the difference by the party benefiting in the first instance. We 
understand that, as a rule, claimants willingly repay the excess 
where investigation shows they have received too much, thus 
manifesting their appreciation of the practice. It would be legal, 
we should think, to insert in bills of lading a clause reserving 
the right to disregard exact equity in settling small claims. There 
would be no violation of substantial equity—or at least none worse 
than occurs unavoidably in hundreds of freight transactions every 
day—and the law should approve what equity approves. 

Aside from the effect which a policy of promptness has in 
making friends for the road, it has another important advantage in 
lightening the burden on the claim office machinery by reducing 
the number of claims awaiting settlement. For example, one 
Chicago road of about 9,000 miles usually has in its claim offices 
in course of settlement about 10,000 claims, and every day 700 to 
750 new ones are filed. To lighten this load would tend to lubricate 
the whole clerical machinery of the freight department. 

The number of small claims is greater now, proportionately, 
than ever before. For this several causes are responsible. One is 
the new severity of the interstate commerce law. Under the old 
conditions the enjoyment of rebates and other special privileges 
caused the favored shipper to overlook small losses and damages 
in many instances; or, more properly, not to regard them as losses. 
But the abolition of these pleasant conditions, in conjunction with 
the present agitation and general feeling against railroads has 
changed this attitude, and shippers and consignees now find causes 
for filing claims which formerly they failed to notice at all. As a 
further result of these conditions, bureaus and agents making a 
business of soliciting doubtful claims for collection have become 
much more active. They even take up claims long outlawed by 
the statute of limitations. A further factor is the latter-day prac- 
tice of large industrial concerns having traffic officers, who give 
special and constant attention to the matter of freight claims. All 
this, of course, necessitates largely increased forces in the claim 
offices and elsewhere, and greater expense to the roads. 

The longer a claim is delayed in settlement the more inertia it 
seems to accumulate and the greater its effect in clogging the office 
machinery; so that whatever may be the reasons why claims are 
numerous the only sure way for the claim agent to keep them out 
of his dreams at night is to take care that they do not remain on 
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his hands over night; out of hand, out of mind. In thus striving to 
promote his own peace of mind, he is taking the best means of 
promoting the interest of his employer. 








PENALTY IN CORPORATE MISDOING. 





The unprecedented condition of the affairs of corporations 
which has come to pass during the last twelve-month, attended by 
a shrinkage of some $3,000,000,000 in gross market values of securi- 
ties, especially of railroads in this country alone, has naturally 
given rise to many theories of causation. Some point to the world- 
wide character of the symptoms. But in that larger analysis they 
only deepen a problem which is perplexing the best statists of 
Europe. Limiting the case to an overland one finds three theories 
foremost. One is the excess of business over capital. Another is 
the interference of federal and state authority with forms of active 
capital, notably that form invested in railroads; and a third is the 
abuse in the employment of capital. The more rational view of the 
situation undoubtedly includes all the last three causes annexing 
the fourth, or world cause, as an outside influence, though one not 
to be ignored in times when great trading nations are closely tied 
in fiscal bonds. But with the latter cause, when it comes to reme- 
dial theories, we have not much to do, at least not through the 
agency of federal or state lawmaking save as affected by the cus- 
toms tariff and questions of reciprocity. 

In the search for remedies the question of penalty for corporate 
misdoing is becoming one of growing prominence and of not de- 
creasing difficulty. The difficulty rests on a double base: First, 
there is the complexity of the statutes themselves and the mazy 
procedure of courts which ill-define responsibility and befog the 
application of the penalties. But the worst obstacle is what one 
may call the unjust incidence of the penalty. A railroad corpora- 
tion violates a federal law relating to discrimination in rates and 
is fined heavily. Upon whom does the penalty fall? Upon the 
managers? Not at all, save as it may operate as a moral and 
deferring force. Does it fall upon the corporation? Only as an 
intermediary organism. In its final and practical incidence the 
penalty descends upon a body of stockholders scattered, unorgan- 
ized, unresponsible for the penalized act and innocent as unborn 
babes. In the domain of nebulous and impossible statistics it would 
be interesting if we had returns that would show how much of the 
recent shrinkage of $3,000,000,000 in securities had fallen upon the 
directly and indirectly guilty, how much upon the guiltless and 
guileless. We do not know; but that the innocents carry all but a 
small fraction of the loss is a statement that stands with its own 
saying. 

For some of the railroads technically at fault there must also 
be offered a minor plea in abatement. Let us illustrate by a 
familiar and general fact that involves a principle. In this country 
there are a considerable number of believers in the extreme doc- 
trine of free trade. They hold all protective tariffs in the nature 
of a governmental crime invading the natural rights of the indi- 
vidual. But, bitterly as they may hate protection, they do not advo- 
cate any sudden dash into free trade. They have seen the federal 
government in partnership with a system which, unjust as they 
believe it to be, has fostered industries which have a right not to 
be ruined by a catastrophic and abrupt change of tariff policy; and, 
it may be added, the government would be seriously and justly 
blamed were it to adopt any such radical change. But in its atti- 
tude, action and policy toward railroad corporations has not the 
federal executive and legislative branches adopted just such a sud- 
den and calamitous shift? By their lethargy, their lax enforce- 
ment of existing law, their executive and statutory lapses did they 
not stimulate the very misdoing which they now, in a sudden 
revergence of virtue, seek to undo; and were railroad corporations 
and managers, finding the federal authority thus in a kind of tacit 
partnership with an evil, so much to blame as if the same authority 
had been consistently assertive? To state legislation and its en- 
forcement the same illustration applies. Not until many moons 
after the fact did even law-abiding Massachusetts invoke its own 
laws on the subject of street railway consolidation; other states 
are still sleeping on their statutes; while many other common- 
wealths have just wakened too suddenly, revived dormant laws and 
passed others too severe, which, in the main, fling upon the far away 
and innocent stockholder the burden of any corporate misdoing. 

All this is now in the past tense, except as it may modify pen- 
alty for earlier guilt. The real question, in the case of corporate 
violation of law, is the fixing of penalty hereafter to fit both the 
crime and the criminal. The strong tendency of opinion to-day is 
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obviously in favor of the personal instead of the corporate penalty; 
the reaching down of punishment through the person to the corpo- 
ration, but so as to apply the corrective without punishing the stock- 
holder; and, in the case of distributive responsibility for offence, 
the rigid application of the legal maxim that he who commits crime 
through others is a criminal himself. Yet even here one finds an- 
other of those resistants which technical law—to the confusion of 
laymen—seems perpetually opposing to practical justice. How long 
is it since the federal government itself and its executive head, so 
hot foot now after corporate evils, urged successfully in a rebate 
case that the prosecution—and, of course, any consequential pen- 
alty—must lie against the railroad corporation and not against its 
manager who happened in the meantime to have become a cabinet 
officer? That matter of individual responsibility must be clarified 
in the courts before the theory of personal penalty can be estab- 
lished and applied. But in that direction it now seems as though 
public opinion, later to be crystallized in law, were slowly outwork- 
ing. It will almost certainly be the alternative remedy if the 
penalty, laid on the corporation, proves inadequate as a check. 

It will, of course, be urged—in fact, if we are not mistaken, 
has been urged by President Roosevelt himself—that the suffering 
of the stockholder when his corporation is punished is a natural 
and inevitable incident like the hardship of a blameless family 
when the father is convicted of crime. But in public aspects the 
cases vary widely. In the one case the penalty visits the real 
offender, in the other not only non-offenders in the corporation 
penalized, but of other corporations that are innocent. It is the 
difference between a limited and specific application of law to an 
individual crime with immediate civic benefit and the penalizing 
of a vast group of law-abiding citizens with immediate financial— 
and public—injury. The immediate injury may, of course, in the 
end be beneficent as a cure of corporation ills. But the policy is 
a painful one shot through with the ills of the blameless investor 
and reaching such a dimension of fiscal calamity that the remedy, 
even if effective in the end, begins to seem worse than the disease. 
It rests with our lawmakers and our juriscults of the higher type 
to discover the way in which corporate misdoing may be penalized 
without a fine of $3,000,000,000 on the nation and without the visi- 
tation of the sins of the guilty few upon the heads of the guiltless 
many. 








New York, New Haven & Hartford. 





The New York, New Haven & Hartford Railroad property has, 
in its swift evolution during the last three or four years, become 
perhaps the most interesting of the railroad systems of the land. 
Its earlier. traditions of arch conservatism have been supplanted 
by a policy of bold advance. It occupies a peculiar situation ter- 
ritorially and in its industrial environment. It is positive, not to 
say assertive, in its relations with the other great roads. It has 
branched out greatly in its marine business and stands as a pioneer 
and leader in taking and operating street railway lines on a great 
scale. Its swift pace, fiscal and physical, however varies one ob- 
stacle in any analysis of its annual report. So fast is it making 
history that-annual returns three months old so antedate later facts 
of importance as to have a savor of the antique. One hardly catches 
sight of President Mellen’s observation car before it has disappeared 
in the distance. But by joining his annual report with the events 
of the months next following the fiscal year one can get an im- 
pressive view of a picturesque railroad landscape whether seen in 
detail or entirety. 

The very first entry of the report, “earnings from passenger 
department $26,758,929,” has its pith of meaning. Early in the 
year 1906 Mr. Mellen announced a progressive reduction of pas- 
senger rates to two cents a mile on his system. The new rate was 
to begin on some of its branches in western Connecticut, work east- 
ward and finally take in the whole system, the through New York- 
Boston rate reduction coming last and beginning with November of 
1906. The regular fiscal year ending with June 30, 1907, covers 
seven months during which this reduction has applied to the New 
Haven’s full mileage (2,006), and for five months, averaged, has 
applied to the major part of it. The official forecast, based merely 
on the passenger business of the fiscal year 1905-6, showed a loss, 
as now recalled, of some $700,000. Instead of such a loss passenger 
earnings have risen $1,506,805, or from $25,252,124 to $26,758,929— 
and this with an additional track mileage of less than four miles 
and upon a system where the use of mileage books at the two cent 
rate had been exceptionally large. Even allowing for normal in- 
crease of regular passenger business and somewhat for development 
of excursion traffic, the results of the reduced rate as applied to a 
system with dense passenger travel is extremely vivid and striking. 
It seems singular that’ Prési@ent Mellen has not emphasized this 
matter in his report until one remembers that there are some re- 
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versed interests as regards the two cent rate in his own board of 
directors. \ 

' Taking up first the operating results of the steam system alone 
there is to be noticed the persistency with which passenger receipts 
jostle those from freight, a feature which demarcates the New Haven 
among the larger railroad systems of the country. The passenger 
department brought in $26,758,929 as stated; the freight department 
$28,386,704. The difference between the two was $1,627,775. In the 
previous year. the difference was $1,994,994. The natural volume 
of the New Haven’s huge passenger business between New York 
and Boston and reaching laterally the living centers of popula- 
tion in southern New England thus begins again to expand and 
tend toward overreaching new traffic on freight lines of the system 
like the Highland division and the increased through freight busi- 
ness. In a remote way it goes to justify the phrase of an old- 
fashioned New Haven director years ago who extolled the passenger 
business as “freight which handled itself’ as contrasted with the 
freight which had to be handled. The net earnings from operation 
of the steam road, $17,751,854, tally very strikingly with the $17,- 
761,735 of the yvear before. Here the New Haven feels the now 
trite railroad story of increased cost in operation, of labor and 
materials and, in its case, as a debtor road in car demurrage, there 
is to be added the higher per diém charge. Actual operating ex- 
penses increased from $35,222,586 to $37,850,081. While gross earn- 
ings increased about 5 per cent., operating expense ran up to an 
increment of about 7 per cent., though the rise in operating ratio 
from 66.477 per cent. to 68.073 per cent. is not so impressive in 
those figures. For reasons to be stated later this ratio of operat- 
ing expense is a matter to be watched closely. This year the net 
earnings from operation only of street railways ($3,615,899), ob- 
viously considerably offset in the interest account, and earnings 
of the steamship lines together with minor income carry total in- 
come to $24,080,755, which fixed charges reduce to $8,893,041 net. 
Crediting the company with dividends on stock owned by subsidiary 
companies the surplus over dividends is $1,988,053 compared with 
$3,718,285 the year previous. 

Looking closer into the dividend payments it will be seen that 
the fiscal year’s last quarterly dividend of 2 per cent. was paid 
on $121,878,100 of capital stock, of which $24,797,700 is held in the 
treasury of subordinate companies of which the New Haven owns 
all the stock. It seems to be practically the same as regular treas- 
ury stock. But if all this stock is issued, the net income of the 
main company from all sources of $8,893,041 lacks $957,207 of meet- 
ing the then dividend requirement. This minor text brings to the 
foreground the whole subject of the maintenance of future dividends 
which in some quarters, spite of Mr. Mellen’s repeated denials, has 
been questioned and which, in connection with the coming issue 
of new stock to the potential amount of about 354,600 shares, has 
served to depress the market value of the outstanding shares. Such 
an issue, if made in full and in the hands of the public, would add 
nominally $2,836,800 more to the dividend requirement, 

But just here come a long series of very important offsets. The 
company, by its figures in the report, holds 109,948 shares of Boston 
& Maine stock for which its own shares to an equal number were 
issued in exchange. The number of Boston & Maine holdings since 
the end of the last fiscal year has probably been somewhat increased. 
But taking them as they stand in the report the treasury stock 
looks very much like a block to be used chiefly in the final liquida- 
tion of the Boston & Maine merger, at least as a matter of present 
or past intention. But whether that particular group of shares is 
used in the merger or not, that merger by exchange means an addi- 
tion of $1 per share instead of $8 to the dividend requirement, and 
would add to it but about $190,000 instead of $1,520,000, reducing 
the dividend requirement by the difference, or $1,330,000. This 
would leave a balance over dividends of about $373,000 on outstand- 
ing capital of $121,878,100 and reduce to say $2,500,000 the increased 
requirement when all the forthcoming stock is issued, which will 
not be until July 1, 1909. In time alone the company since the close 
of the last fiscal year will thus have had two years in which to fill 
that fiscal gap, 

But there are yet other factors more concrete than mere time. 
It is true that the fixed charges of the company, especially those 
represented by leases and interest, have very greatly increased. 
Those two items for the last fiscal year show an increase of 
$4,396,203, which at 414 per cent. capitalizes into a principal of 
about $98,000,000. At the special stockholders meeting May 31st 
of the present year, only a month before the close of the fiscal period, 
President Mellen stated that the amount of money spent by the 
company during his adminisration of about 314 years amounted to 
about $157,000,000. Probably about $10,000,000 have been added 
since. Of this about $100,000,000 have gone into securities of other 
companies; about $40,000,000 into new equipment, real estate, addi- 
tional tracks and the electric plant on the lower New York division; 
and the remainder of about $27,000,000 has been spent in positive 
physical improvements, advances to leased lines, the insurance fund 
and other forms of capitalization. As to the investments in securi- 
ties of other companies President Mellen stated officially some months 
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since that $97,750,000 were paying the interest on their cost—in 
other words one financial hand was washing the other. As illus- 
trations may be taken the Ontario & Western investment of $13,- 
105,185, costing about $45 a share and returning $1.50 per share; 
the original investment of some $10,000,000 in the New Haven city 
street railway system returning $400,000 a year, more than cover- 
ing $350,000 a year of interest on the debenture purchase bonds; 
and many purchases of the shares of dividend paying subsidiary 
roads. Of the remainder investment of say $67,000,000, some of it 
denotes forthcoming profit and some does not; but much the larger 
fraction falls into the former category, notably the new trackage 
above New York, betterment of roadbed, removal of “funnels” like 
that at New Haven, and the new bridges, all carrying out the Mellen 
Northern Pacific policy of increased train-load and soon to be avail- 
able after tying up much capital for several years. To the same 
class of agencies for future business belongs the purchase of new 
rolling stock, now coming in rapidly and which includes some 17,000 
cars and 137 locomotives, all of the up-to-date standard—additions 
which have a direct bearing hereafter on a solution of the acute 
car demurrage controversy. 

An impressive example of the tied up capital of the company 
soon to be released and give returns appears in the Central New 
England account which is published in the report. In the year 
1905, before the New Haven secured control of the line its gross 
earnings were $979,439. In 1906 under New Haven control the earn- 
ings had risen to $1,679,449, and the last report now shows their 
increase of $2,153,366. To the operating expenses of the Central 
New England ($2,584,413) are charged the high cost of the repair 
of the Poughkeepsie bridge resulting in a balance deficit over all 
of $380,499. The early completion of work on the bridge—costing 
in all $1,500,000—must shift this deficit into a handsome surplus 
on a property out of whose total securities of $11,630,500—bought 
at a very low price—the New Haven owns $9,280,623. Indeed the 
coming prosperity of the line is such that the New Haven faces 
a somewhat irksome problem in settling with the minority holders 
before the regular policy of consolidation can be applied to the 
property. 

To meet, then, an increased dividend requirement rising pro- 
gressively up to the mid-year of 1909 to about $2,500,000, the New 
Haven should have (1) increased net revenue due to higher train 
load and diminished ratio of operating expense, and (2) largely 
increased income from investments non-productive heretofore and 
immediately to become productive. Besides fresh operating efficien- 
cies such sources of added income as the Central New England, the 
coast line traffic, increase of business of the electrics, New York 
terminal electrification and new trackage may be cited as well as 
the closer welding of the whole system into an operating unity. 
The adverse factors of the future in the situation are three. One 
is prospective expenditure for improvements of the Boston & Maine 
when taken in. A second is the minor one of the Morse steamship 
rivalry; and a third, of much more importance, is recession of 
“prosperity” which would quickly affect the industrial conditions 
of New England. This last is the only real cloud athwart the New 
Haven’s horizon otherwise all but clear. If the business for which 
the New Haven has been for years preparing does not come the 
general “recession” will find the New Haven, along with the other 
railroads of the country, with a good deal of “hay out,” to use the 
rural term. But it will be in a better position to face the emergency 
than most of the great railroad systems. And the company has 
never been in a position calling for very serious enforcement of 
economies, a fact which suggests larger latitude for that purpose, 
albeit the economies might have to be brought out through some 
labor troubles. 

The situation summarized shows the New Haven in the position 
of the farmer whose fields are just ripening for the harvest after his 
capital has been put into the planting and culture. That the neces- 
sity will arise of reducing dividends, allowing for every possible 
adversity, seems a contingency very far removed indeed. 

Three other topics of the report are of prime interest and im- 
port (1) the electrics, (2) the Boston & Maine merger, and (3) the 
policy of centralization. Taking up these subjects in the order of 
their immediate moment, the report drops the old head of the Con- 
solidated Railway Company, the holding corporation now technically 
non-existent, and there is substituted a statement of “earnings and 
operating expenses of street railway lines” respectively $10,638,057 
and $7,022,158, with a balance over operation of $3,615,899. These 
returns are very incomplete. They do not include full figures for 
the year on the Connecticut and Rhode Island systems; and they 
exclude entirely the returns on some 550 miles of electric trackage 
in Massachusetts, including the Worcester, Springfield and Berk- 
shire systems; nor do the fixed charges above operation appear in 
the report to show net loss or gain. The facts are that the New 
Haven Company now owns or controls street railway lines in Con- 
necticut, Massachusetts, Rhode Island and New York state with a 
trackage of almost exactly 1,500 single-track miles; with capitaliza- 
tion in market values certainly not less than $100,000,000; gross 
earnings yearly of about $16,000,000; and probably a deficit of some 
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magnitude as indicated by the words: “A deficit in the returns 
from .their operation was estimated to result for a short term im- 
mediately following the acquisition” of the Connecticut Railway & 
Lighting Company’s plant and the Rhode Island trolley system. 
The technical fiction of non-ownership still excludes the Massachu- 
setts lines from the returns. But it is to be hoped that, as soon 
as possible, for the information not merely of shareholders but of 
the world, this great venture of a steam railroad corporation into 
street railways may be kept as a separate entity and its results, 
physical, financial and operative, be set forth fully. It is unique 
in the annals of transportation and of world wide interest and value 
especially now that it is reaching out into the express and freight 
business and has vast potential interblendings of steam and elec- 
tric service. The same clarified and separative treatment should 
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track construction, the costly improvements at New ‘Haven, Provi- 
dence and Waterbury, the Highland division. new tracking,. with 
its tunnel between Terryville and Bristol, the elimination during 
the last year of 27 grade crossings, the Readville repair shop com- 
pleted,. the New York division electrification and other improve- 
ments too many to be rehearsed. Incidentally may be mentioned 
the failure to sell more than $4,000,000 of the preferred 4 per cent. 
stock of the New England Investment & Security Company except 
at unadvisable prices;. the acquisition of the coast steamship proper- 
ties; and—though not referred to in the report—the extended option 
of the New York Central on the Ontario & Western at purchase price 
not likely, for obvious reasons, to be taken up. The description 
of the street railway lines owned and leased in Connecticut and 
Rhode Island alone shows a single-track mileage of 951 miles and 
2,637 cars. The Massachusetts lines would add half as much again 
to those figures. For the first time appears a full statement of the 
insurance fund, amounting to $1,077,846, an increase for the year 
of $81,366. There are other new features of the report of a rail- 
road corporation whose gross earnings, with the Boston & Maine 
system absorbed, will reach $150,000,000 a year or go beyond it; 
but which, far above any question of mere magnitude, in the’ unique- 
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New York, New Haven & Hartford. 


«characterize the annual returns of the navigation properties of the 
company now much expanded and covering new coast line business. 

In his official references to the Boston & Maine merger Mr. 
Mellen repeats in substance his recent public utterances. The situa- 
‘tion may be tersely stated: Out of some 300,000 Boston & Maine 
shares of capital stock outstanding the New Haven Company now 
holds through: trustees probably not less than 120,000—enough for 
moral, if not practical, control, and sufficient also to check abso- 
lutely any future control of the Boston & Maine by rival railroad 
interests. In the difference of dividends of the two companies the 
New Haven is paying $120,000 a year which may be called the 
price—and a low one—of its present position of vantage; and it 
is saving $180,000 a year by postponement of the merger and ex- 
change of the remainder of 180,000 shares of the Boston & Maine. 
Hence a “stand pat” attitude of the New Haven company awaiting 
the subsidence of the political tempest in Massachusetts and the 


‘dominance of reason over the frothy rhetoric of platforms and the. 


stump. 
The New Haven’s broad and deep policy of centralization of 
properties and separate corporations goes on apace stretching in all 
directions of its many and diversified interests. During the fiscal 
year seven lines, steam and electric, were merged in the parent 
corporation, including the Providence Terminal and the Boston & 
New York Air Line, and there have been other important mergers 
since, including the first steps in the consolidation of the maze 
of holding companies of the Rhode Island trolley roads. The ulti- 
mate, still on the horizon, is absolute unity and centrality. It 
has the disadvantage of disguising the losses and gains of some 
of the branch interests of the great and complex system, but, pro- 
vided it leaves clear the workings and outcomes of the electric and 
navigation properties, the policy spells simplicity, new economies 
and is sane railroading. 

Other features of the report are suggestive and some of them 
_hew. The schedule of physical improvements and their stages, some 
43 in number, fill alone two pages and a half and.index the coming 
-economies by operating efficiency. They include the Harlem six- 


ness of its policy and problems is an economic object of absorbing 
interest. ’ 
Annexed are the principal results of the year’s operation and 
the change in the summaries of the general balance sheet: 
1907. 1906. 


Mileage worked ......... Recs acs 2,006 2,056 
Passenger earnings ...... $26,758,929 25,252,124 
Freight earnings ......... 28,386,704 27,247,118 

GYOGS COSTING (6 ook ec ccceasces 55,601,936 52,984,322 
Maint. way and structures 5,479,089 5,614,978 
Maint. of equipment ..... 5,638,784 5,668,524 

Operating expenses .........., 37,850,081 35,222,586 

NGG CREIIIUIE 6c sccniedic odeet 17,751,854 17,761,735 

ING@G NOMEN at eas das Cee 4 wee eia 8,893,041 10,185,377 

Balance sheet total ......... 374,770,119 239,486,335 i 








Atchison, Topeka & Santa Fe. 





The Atchison, Topeka & Santa Fe again comes forward with a 
year’s record of tremendous progress. That the record of the road 
since its reorganization in 1896 is nothing short of marvelous is 
no news, but it is a fact which is constantly receiving added proof. 
The development has been well rounded, harmonious and general. 
Not only earnings, gross and net, and surplus for dividends have 
increased—this last from about $50,000 in 1897 to over $21,000,000 
in 1907—but the mileage and influence of the company have been 
constantly spreading over new sections of the southern half of the 
great territory west of the Mississippi river: and, along with this, 
the standards of excellence in permanent way have been rising. 
To-day the Atchison instead of being -a lightly built and _ ill- 
maintained collection of roads from Chicago to a point nearly 500 
miles short of San Francisco, with branches mainly in the bank- 
rupt state of Kansas and in Texas, little more prosperous, is a splen- 
did through route from Chicago to Los Angeles and San Francisco, 
all the way over its own rails, with thousands of miles of branches 
and feeders in Kansas—now most prosperous, Texas—a fast- 
growing empire in itself, the new state of. Oklahoma, New Mexico, 
Arizona and California. Instead of being several ‘hundred miles 
south its ‘interests extend to the north of San _ Francisco, 
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where it has during the last year, together with the Southern 
Pacific, organized the Northwestern Pacific Railway to carry on 
railroad development in the coast country of northern California. 
That its policy of expansion is still under way, may be judged from 
the fact that on June 30, 1907, the company had under construc- 
tion and nearly ready for operation, 488 miles of new railroad. 

It is not to be supposed that the growth in earnings has been 
only as fast as the growth in mileage. Gross earnings in the year 
ended June 30, 1897, with 6,444 miles operated, were $30,600,000, or 
$4,752 per mile of road. Last year the operated mileage had in- 
creased to over 9,200 and gross earnings to $93,700,000, or $10,103 
per mile of road. This is the first time that gross earnings per 
mile of road have been $10,000 or over. This 11-year comparison 
shows not only the great gains in earnings which have come from 
new lines and new territory, but also the very much‘greater earn- 
ing power of the old lines. 

The earnings’ increases during the last year were large. Passen- 
ger earnings rose to $21,200,000, which lacks little of the total 
freight earnings of the 1897 year, and is an increase of $2,500,000, 
or 13 per cent. over the previous year. Freight earnings rose from 
$56,500,000 to $65,500,000, a gain of $9,000,000, or 16 per cent. Mail, 
express and miscellaneous earnings together increased about $1,400,- 
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set aside for improvements, leaving only a nominal final surplus 
for the year to be carried to the profit and loss account. This is in 
sharp contrast with the action of the Chicago & North-Western, for 
instance, which this year abandoned its years-old policy of making 
a direct appropriation for betterments out of current income. The 
Santa Fe made what amounted to a further income appropriation 
by writing off from the book value of “railroads, franchises and 
other property,” $200,000 in cash, the net profits of land sales from 
the Santa Fe-Pacific land grant, a transaction which does not ap- 
pear at all in the income account. The total expenditures charze- 
able to capital account, were $24,200,000, but the deductions out of 
income reduced this capital charge for the year to about $14,000,000. 

The Santa Fe analyzes its maintenance expenditures in some 
detail. Maintenance of way as a whole, increased faster than the 
increase in mileage operated, so that the maintenance expenditure 
per mile of road was considerably larger last year than in the year 
before. As recently as 1902 only $782 a mile was so spent. This 
had risen to $1,479 in 1906, while last year $1,648 was spent per 
mile of line. The maintenance of way cost was largely increased 
by extensive relocation and reconstruction to reduce grades and 
curvature. Where, in carrying out this process, parts of the road 
as originally built were abandoned the cost of construction of the 
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Atchison, Topeka & Santa Fe System. 


000. Altogether this makes a total increase in gross earnings of 
$12,900,000, or 16 per cent. 

Operating expenses were $8,900,000 larger than in 1906, of which 
increase $5,500,000 was in conducting transportation and $2,300,000 
in maintenance of way and structures. This left net earnings of 
$34,800,000, as against $30,800,000 the year before, an increase of 
$4,000,000, or 13 per cent. 

Fixed charges and taxes took about $1,000,000 of this increase. 
The net income, therefore, was about $3,000,000 larger than in 1906. 
The dividend rate was 4 per cent. in 1906; the first semi-annual 
payment in 1907 was 2% per cent., and the second, 3 per cent., so 
that the common stock is now on a 6 per cent. basis. Owing to 
these increases in the dividend rate and an increase of $1,000,000 
in the amount of common stock outstanding, the year’s dividend 
payments were larger by about $1,500,000 than in the year before. 
A new policy was used—or rather a more complete application of 
an old one—in dealing with the surplus after dividends. This was 
about $7,950,000 in 1906 and $9,800,000 last year. In 1906, in addi- 
tion to a small appropriation to the fuel reserve fund, $4,500,000 
was set aside for improvements written off, leaving a surplus of 
$3,200,000 to be carried to profit and loss as the year’s final surplus. 
Last year, besides a similar smal] appropriation to the fuel fund, 
$9,600,000, or almost the whole of the surplus after dividends was 


‘ 


railroad or property abandoned was charged to maintenance of 
way, while only the additional cost of the new construction was 
charged to capital account. To state definitely the method followed 
in such particular circumstances is an exceedingly desirable feature 
of a railroad report which the Santa Fe has long fulfilled. 

The increase in maintenance of equipment was about $850,000. 
Including a proportion of unlocated maintenance of equipment ex- 
penditures chargeable to superintendence, shop machinery and tools, 
stationery, and other expenses, the unit maintenance costs were 
$3,037 per locomotive, against $3,101 in 1906; $963 per passenger 
train car, against $887 in 1906, and $103 per freight car, against 
$104 in 1906. The same expenditures per revenue freight car mile 
were exactly the same in the two years, while per locomotive mile 
and per passenger car mile they were considerably larger. Work- 
ing out the cost of repairs and renewals according to our usual 
method, the maintenance cost per locomotive was $2,623, against 
$2,695 in 1906; $830 per passenger car, against $772 in 1906, and 
$89 per freight car, against $90 in 1906. These equipment main- 
tenance charges are liberal, particularly as the Santa Fe is gen- 
erally recognized to have an unusually efficient shop organization. 

With an increase of 16 per cent. in revenue freight ton-miles 
there was an increase of 9 per cent. in both freight-car and freight- 
train mileage, while the average revenue per freight train mile 
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increased 6 per cent. The average revenue train load was 320 tons, 
a gain of 6 per cent. The average carload increased in the same 
proportion. For the first time in the history of the road the aver- 
age haul per ton of freight was over 400 miles, having increased 
from 394 miles to 403 miles during the year. The ton-mile earn: 
ings were larger by a very slight percentage. 

The passenger earnings, as already mentioned, showed a large 
increase. With 12 per cent. more passenger miles, the passenger 
car and passenger train mileage each increased 6 per cent., as did 
the average passenger revenue per passenger-train mile. These 
figures all show a large increase in the business with a greater 
economy in handling it. 

Almost all classes of freight tonnage increased, the principal 
exceptions being corn, packing house products other than dressed 
meats, stone and sand, and forest products other than lumber. 
There was a large increase in tonnage of agricultural products 
carried, which rose from 24 per cent. to 25 per cent. of the total 
tonnage. Two large increases, one under this head, suggest the 
effects of some of the new extensions as well as the general de- 
velopment of the company’s territory. The new lines in Texas 
must be responsible for part of the increase in the tonnage of 
cotton, which rose from 176,000 tons in 1906 to 419,000 tons last 
year. Similarly, the Arizona & California branch from the Ash 
Fork-Phoenix line west to the Colorado river—a region rich in min- 
erals—must have brought some of the increase in tonnage of ore 
and bullion which rose from 385,000 tons in 1906 to 530,000 tons 
last year. 

Several new lines were opened for traffic during the year. The 
Arizona & California has now been extended to Parker, on the 
Colorado river, 107 miles from its junction with the Phoenix line. 
It is to be carried across the river and northwest to a junction 
with the main line at Bengal, Cal. The branch from Barnwell, 
Cal., to Searchlight, Nev., 23 miles, was opened for traffic on April 
1. The line from Kiowa, Kan., via Medicine Lodge, to Belvidere, 
49 miles—originally projected as an extension of the Denver, Enid 
& Gulf, which is now operated as part of the system—was finished 
during the year. The easternmost extension of the system south 
of Kansas City, the line from Kirbyville, Tex., eastward, has been 
put in operation as far as Cravens, La., 57 miles, and track laying 


_is in progress beyond Cravens to Oakdale, La. The branch from 


Canyon City, Tex., to Plainview, 57 miles, was opened for traffic 
February 18, 1907. Two small railroads in the beet sugar district 
of the Arkansas valley in Colorado were bought during the year. 
They had 68 miles of line in operation at the close of the fiscal 
year. 
Most important of all the new construction was the completion 
of the Belen cut-off from Texico, N. Mex., west to Belen, 250 miles. 
Its extension from Belen to Rio Puerco, 19 miles, is nearly finished. 
Heavy work is now in progress to reduce grades and curvature of 
the line between Texico and Wellington, Kan., the connection on 
the east of the new cut-off. By June 30, 1908, it is hoped to transfer 
all of the transcontinental freight business to the new low-grade 
line thus created, via Wellington, Texico, Belen and Rio Puerco. 

The Phoenix & Eastern Railroad, which runs from Phoenix 
east along the Gila river to Winkleman, about 100 miles, was sold 
during the year to the Southern Pacific Company at cost and in- 
terest—$2,190,176. Against this there was a net amount of $1,554,- 
474 spent for securities of the Northwestern Pacific Railroad, be- 
sides advances of $451,985 to the Grand Canyon Railway. 

There were offered to the shareholders by a circular dated 
May 1, 1907, $26,056,000 of a new issue of 10-year 5 per cent. con- 
vertible bonds, a higher interest rate than on previous convertible 
issues. The stockholders subscribed for $9,943,000 of these and 
the remaining $16,113,000 was sold to J. P. Morgan & Co. As 
these transactions took place in July or later, they do not appear 
in the accounts of the year. The need for issuing these bonds is 
evident from the item of cash on the balance sheet, which stood at 
$17,300,000 a year ago, against $8,200,000 on June 30, 1907. In con- 
trast with many other companies it is notable in this connection 
that no notes or bills payable of the Santa Fe or of any of its 
auxiliaries are outstanding. 

President Ripley sums up the business of the year and the 
outlook for the future, the latter in an unusually brief and clear 
presentation of the facts of the present business situation as affect- 
ing railroads. His remarks on these two subjects are quoted in 
full as follows: 


The year was one of extraordinary business prosperity. The rapid colo- 
nization of the southwest, the bountiful crops, the discovery and develop- 
ment of mineral deposits and the growth of miscellaneous business, due to 
the general increase of wealth, all contributed to the increase of traffic on 
your lines. At times the increase in the volume of traffic was so large that 
the company’s equipment and other facilities were overtaxed and it became 
impossible to move traffic promptly and satisfactorily. The congestion of 
traffic on some of your lines and the necessity of moving traffic as speedily 
as practicable without regard to economy of operation, caused a material 
increase in operating expenses. On the other hand, climatic conditions were 
unusually favorable. Your company has begun the new year with its proper- 
ties in excellent physical condition and with largely increased equipment. 


THE RAILROAD GAZETTE. 411 


In order to enable the railroad companies of the United States to fur- 
nish the additional transportation facilities required by the rapid growth 
of the country in population and business activity, it will be necessary to 
expend many hundred millions of dollars of additional capital. The power 
of the railroads to obtain this additional capital has been greatly impaired 
by loss of confidence of investors in the stability and security of railroad 
investments; and this loss of confidence has been caused, in great measure, 
by the unfriendly attitude of a large part of the public, and by the arbitrary 
action of legislatures and railroad commissions in reducing rates and im- 
posing burdensome restrictions, often without investigation or consideration 
of the consequences. 

The public, apparently, has failed to appreciate that capital invested in 
railroads yields very moderate returns, having regard to the prevailing rates 
of interest and to the profits upon capital, employed in other kinds of busi- 
ness; and the public, also, has failed to perceive that the whole country is 
interested in maintaining the prosperity and financial credit of the railroad 
companies. Few companies in the United States have been more prosperous 
than your company. Yet even during the year ending June 30, 1907, which 
was the most prosperous year in its history, net earnings averaged but 6.5 
per cent. on the entire capitalization, which is believed to be not in excess of 
the cost of reproducing your company’s properties at the present time. In- 
terest and dividend payments for the year averaged less than 4.6 per cent. on 
your company’s bonds and stocks. For the last 10 years the average net 
earnings were but 4.82 per cent. on the entire capitalization and the average 
interest and dividend payments were but 3.71 per cent. on the bonds and 
stocks. Even these results could be obtained only through the expenditure 
of enormous sums for construction of extensions and for improvements and 
additional equipment. During the last 10 years the sums so expended for 
improvements and additional equipment and for new construction, without 
counting further large sums expended in purchasing previously constructed 
branches and extensions, amounted to more than $110,000,000, while the 
aggregate sums paid to the holders of the preferred and common stock 
amounted to less than $75,000,000. 

It is hoped and believed that the public will soon realize that its recent 
attitude toward railroad companies in general has not been just to their 
steckholders and bondholders, and also that unless the confidence of investors 
in the security and stability of railroad investments is restored, it will be 
impossible to obtain the additional railroad facilities which are necessary to 
the development of the country. Under existing conditions, however, your 
directors have deemed it prudent to suspend various extension projects which 
were contemplated, and to limit the company’s capital expenditures to the 
completion of improvements to which the company is already committed. 


The results for the last two years are given below: 


(P a 

SEG WEI fo oc ko dnc cc ce cecdneevecteances 9,273 ls 
DORON CORBI. ks cccsecvecacudeatecaveus $21,171,629 $18,677,817 
a a ee ee eR Pere rrr 65,500,309 56,506,587 
Mail, express and miscellaneous earnings...... 7,011,468 6, 606 
CH ORIEN hiv t ced asa cnn cncere nes sues 93,683,407 80,801,010 
Maintenance of way and structures............ 15,286,063 12,949,812 
Maintenance of equipment.............2--+e-s 11,779,847 10,932,033 
Conducting transportation .............-++40-:- 29,538,964 24,089,628 
Operating expeNSeS ......- cece cere ccccecuece 58,867,901 50,008,485 
INGE COMIN oo aicle c 66 woe dee cieiesicn ceciccne cece 34,815,506 30,792,525 
OR Se ere rrr er 21,168,724 18,268,170 
py errr reer errr ee wry oo origaae 

Betterment appropriation ...........+-+++++++- 791,22 718, 
Year’s pn ~ RT Pere rerrer rrr er crs 13,776 _ 8,227,314 
The figures for the fiscal year ended June 30, 1906, are not the same as 


shown in the last annual report, but are revised to cover lines of the system 
as now constituted. 








Boston & Maine. 


Long the railroad ruler of northern New England, itself a con- 
solidation of consolidations, the Boston & Maine is likely soon to 
be joined with the New York, New Haven & Hartford in a railroad 
merger which will unite most of the railroads of all New England. 
To quote President Mellen, of the New Haven, in the annual re- 
port of that road printed on another page, “The Boston & Maine is 
probably as little competitive and is more supplementary and com- 
plementary to our system of roads than any other railroad property 
with which we are now engaged in business.” The two roads fit 
naturally into each other at a succession of different points, and 
the consolidation, if it comes about, should be of great value to New 
England in unifying its through lines of transportation. 

It was in last February that the first definite rumors came 
that the Boston & Maine was likely to pass to the control of some 
other road. For a time it appeared that the New York Central & 
Hudson River was to be the purchaser. Its annual report issued 
late in April showed that the Vanderbilt company had invested in 
over $500,000 Boston & Maine stock. Besides this the American 
Express Company, controlled by the Vanderbilts, held $3,000,000 
stock of the New England road. Soon, however, the burden of prob- 
ability turned to the New Haven and the Railroad Gazette of May 
17, 1907, crystallized these rumors into a semi-official prophecy. 
The final announcement of the facts came early in June through 
publication of correspondence dated June 4 between Governor Guild 
of Massachusetts and President Mellen. 

The present status of the merger is that the New York, New 
Haven & Hartford owns not quite $11,000,000 of the $28,000,000 com- 
mon stock of the Boston & Maine, or a little less than 40 per cent. 
This amount of stock has already been exchanged for an equal 
amount of New Haven stock so that the Boston & Maine stock- 
holders who have made the exchange are now getting 8 per cent. 
instead of 7 per cent. dividends. Meanwhile the whole matter is 
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held up until next year by the law passed last June forbidding, 
until the next legislature acts, any further steps toward carrying out 
the merger. 

. If he gets control, there is no doubt that President Mellen will 
apply his well-known “Northern Pacific’ policy of general improve- 
ment to the Boston & Maine. It needs it. The Boston & Maine is 
not to-day a first class modern railroad in roadbed or equipment. 
It has many steep grades on its northern lines, little double track, 
and is not well ballasted. Some of its locomotives and cars are 
modern and efficient but a great many of the equipment numbers 
are filled with antiquated rolling stock. By the end of this year 
only 286 miles, or about 13 per cent. of the lines, will be block sig- 
naled, although the work of equipping 881 miles more at an esti- 
mated cost of about $1,000,600 has been begun and is to be com- 
pleted within three or four years. As a result the road has re- 
cently had two or three destructive passenger train wrecks. The 
annual report of a year ago specifically stated that the lack of 
needed facilities for locomotive repairs had during recent years 
become so acute that some of the locomotive repair work was done 
at outside shops at excessive cost, while at times of special wear 
and tear, locomotives, badly needed, were kept long out of service 
while awaiting their turn for repairs in the company’s own over- 
crowded shops. Work was to have been begun last April on the 
new shops, but the present report does not show that anything 
further has been done toward providing these needed facilities. 

There is one simple ratio, a touchstone of the efficiency of rail- 
road operation, which sums up in itself, directly or indirectly, the 
Boston & Maine’s weaknesses. This is the proportion of gross earn- 
ings which is used in the essentially non-productive expense of con- 
ducting transportation. Conducting transportation cost on the Bos- 
ton & Maine last year was 50.6 per cent. of gross earnings, or as 
much as the Great Northern and Union Pacific managed to get 
along with in 1906 to cover their total of regular operating ex- 
penses, general expenses, maintenance of way and maintenance of 
equipment, besides conducting transportation. A fairer comparison 
is the New Haven property with its similar situation and traffic. 
Conducting transportation in 1907 required 45.5 per cent. of gross 
earnings on that road—which is considerably less than 50.6 per cent. 
The Boston & Maine can hardly be, naturally, a more expensive 
property to operate, for although it suffers from somewhat more 
severe winter weather, it has nowhere nearly as high a proportion 
of passenger traffic—whose conducting transportation costs are high, 
if. the statements of railroad managers about the unprofitableness 
of the passenger business mean anything—as the New Haven, on 
which passenger traffic makes up nearly one-half of the total. Fur- 
thermore, on much of its passenger business the Boston & Maine 
charges from 2% to 3 cents a mile, while 2 cents a mile is the 
uniform highest rate on all lines of the New Haven system. The 
meaning of the conducting transportation proportion on the Boston 
& Maine is not hard to grasp. Half of all the money that is spent 
for operation produces no lasting result. It may be entirely neces- 
sary for a man in moderate circumstances to spend half of his 
income on food and lodging; for a great railroad it is wasteful and 
inefficient. ° 

An idea of the character of the northern Boston & Maine lines 
may be gained from a pamphlet published nearly a year ago dealing 
with the New Hampshire mileage of the road. Its criticisms may 
not all be just but they are at least suggestive and not disproved 
by the general impression gained from traveling on the road in 
that state. This statement showed that of the 1,100 miles of main 
track in New Hampshire only 81 miles have second track; that there 
were few block signals; that there were on the average 48 ft. of 
wooden bridges per mile, and that as recently as 1905, 27 out of 39 
bridges rebuilt were rebuilt of wood; that grades were prohibitive 
of economical operation; that there was no rock ballast; that pas- 
senger-train service was little better than 10 years ago; that mail 
service, particularly newspaper trains, was very poor; yet that the 
passenger rate in New Hampshire was 8 cents a mile, against 24 
cents in Massachusetts. 

In general the facts of the case appear to be that the Boston 
& Maine is in very much the same situation as was the New York, 
New Haven & Hartford four years ago when President Mellen came 
to it from the Northern Pacific. The New Haven then had not kept 
up to the times in improvements to the line and in new equipment 
and in consequence its operation was inefficient and expensive. All 
this has to-day been changed and is still further being changed 
so that the New Haven is becoming more and more efficient as a 
transporiation machine. It is, of course, as yet an open question 
whether the absolute merger of the two roads will meet with gen- 
eral public approval and be carried out, but if it is, it is safe to 
say that by the application of similar methods to the Boston & 
Maine, similar successful results can be obtained from that property. 

There are two striking facts in the record of last year’s opera- 
tions on the Boston & Maine; one is the great increase in the cost 
of ‘operation, the other the fact that, although the total traffic in- 
creased, the tonnage of 32 out of the 42 groups of commodities listed 
decreased. Under the first head, conducting transportation increased 
by over $2,150,000, the operating pay roll alone being $1,800,000 
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greater than in the preceding year. Under the second head there 
were decreases in tonnage of the following classes of traffic: 


Lime 

Live stock 

Meats, dressed 

Metal, bar and skeet 

Mill products, other than flour 


Agricultural implements 
Brick 


Bark 
Boots and shoes 
Coal, anthracite 


Ores 
com Packing house products—except 
Cotton dressed meats. 


Petroleum and other oils 
Poultry, game and fish 
Rails, iron and steel 


Domestics (cotton and wool) 
Frait d oth tabl 
“ruit and other vege es 
Furniture and household goods Stone, sand and other like articles 
Grain al 

Hay Tobac 

Hides and leather Ww ies, “iteuors and veers 


Iron, pig and bloom Wo 
The increases in tonnage were in y= following: 


Coal, bituminous Naval stores 

Ice Paper 

Lumber Potatoes 

Merchandise Wagons, carriages, tools, etc. 
Miscellaneous Wood pulp. 


The total tonnage, not including company coal, was 21,765,551 tons, 
against 21,050,054 tons in 1906. 

Gross earnings for the year were $41,100,000, against $39,200,000 
in 1906, a gain of just under $2,000,000, or 5 per cent. Of this in- 
crease about $1,500,000 was in the earnings of the freight depart- 
ment. The gross earnings per mile of road increased from $17,419 
to $18,282. 

There was a decrease of $478, 000 in maintenance of way and 
structures and an increase of $225,000 in maintenance of equipment. 
Per mile, maintenance of way cost $2,144, against $2,353 in 1906. 
Repairs and renewals cost $1,275 per locomotive, against $1,235 in 
1906; $425 per passenger car, against $365 in 1906, and $50 per 
freight car, against $56 in 1906. These maintenance of equipment 
figures go far to bear out the statement that the road’s equipment, 
as a whole, is not up to modern standards. They are small for each 
class of equipment. There must be taken into account, how- 
ever, the $742,000 spent out of operating expenses for new equip- 
ment. Capital account was charged with over $4,000,000 during the 
year for additional equipment and contracts have been made for 
still more locomotives and cars to cost $4,500,000. All of these are 
to be delivered by the early spring of 1908. The large expenditures 
of these two years for new motive power and rolling stock should 
go far to bring up the general standard of the locomotives and cars. 

Conducting transportation expenses are listed in more detail 
than by most companies. It has been said that both the Boston & 
Maine and the New Haven are in reality, from a freight standpoint, 
nothing more than switching roads for New England as a great 
manufacipring center. It is suggestive that while $955,000 was 
spent for freight engineers and firemen, $531,000 went to engineers 
and firemen of freight switching locomotives. In the same way fuel 
for road freight locomotives cost $2,400,000, against $1,000,000 for 
fuel for freight switching engines. The cost of switchmen and yard- 
men was almost exactly the same as that of all road engineers and 
firemen, passenger and freight. The cost of fue! has greatly in- 
creased during the year, from $4,500,000 in 1906 to $5,300,000 last 
year. In general, wage payments to freight employees have in- 
creased more than to passenger men. The expense of $408,000 for 
crossing tenders suggests the large number (and incidentally the 
good protection) of grade crossings. There was $660,000 spent dur- 
ing the year in doing away with these, making a total net ex- 
penditure for elimination of grade crossings to June 30, 1907, of 
$3,800,000. The terminal character of much of the road’s mileage 
is.again suggested by the item of freight station service for which 
$2,300,000 was spent, against $2,000,000 in 1906. The Boston & 
Maine has to bear a heavy burden in the matter of per diem charges. 
The freight car service expense was $945,000 last year, against 
$841,000 in 1906. The expense of advertising during the year in- 
creased nearly 75 per cent., due in part, no doubt, to the coming to 
the road of a new and aggressive General Passenger Agent. Taken 
as a whole the proportion of conducting transportation to gross 
earnings greatly increased; from 47.6 per cent. in 1906 to the 50.6 
per cent. last year. 

The average net earnings per revenue train-mile have slowly but 
steadily decreased during the last four years. From 49 cents in 
1904 the net return has been one cent less each year until it stands 
at 46 cents in 1907. The average passenger journey is 18 miles, 
which shows how the commutation travel around Boston overshad- 
ows the through business. The Boston & Maine, except for its Bos- 
ton-Portland lines, lacks the great strength of the New York, New 
Haven & Hartford in having a through line between two very import- 
ant cities, or a long through line with heavy travel. 

The company owns two electric railroads; one, the street rail- 
way at Portsmouth, N. H.; the other, the road from Concord, N. H., 


to: Manchester and Penacook. Together they have 46 miles of line 
and carried 3,500,000 passengers last year. 

There was an increase in the freight haul from 89 to 99 miles 
during the year. 
caused this change.. 
probably 


It would be interesting to know exactly what 
Judging from the tonnage statistics, it was 
due more than anything else to the movement of bit- 
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uminous coal. The bituminous tonnage increased from 1,700,000 
tons to 2,400,000, a gain of 40 per cent., and it is probable that at 
the same time a longer haul was received. 

- The greater cost of operation is perhaps most accurately seen 
by the increase in the average cost per locomotive-mile. Averaged 
against this unit, fuel cost 16.4 cents, against 14.9 in 1906, and wages 
7.7 cents, against 7.3 cents; the total cost per mile run was 31 cents, 
against 29 cents in 1906. On a total of 32,700,000 locomotive-miles, 
this average increase of 2 cents a mile means a great deal. 

One-year 5 per cent. notes were issued during the fiscal year 
which, on June 30, stood at $3,700,000. These have just been re- 
funded by an issue of $4,000,000, one-year 6 per cent. notes. The 
reason the company makes such short term note issues which in 
consequence bear a higher rate of interest, is that the approval of 
the Massachusetts Railroad Commission is necessary for a security 
issue which is to run more than one year. 

The principal results of operation were as follows: 


1907. 1906 
Milea@o. WOEKEE << ies cose ccsisve 2,228 2,228 
Passenger earnings ...... $13, 584, 164 $13,291,584 
Freight earnings ........ 25,212,843 23,717,913 
Grout CRERINGS «<.<- 5.05 5ccscecns 4112525 7 39,214,203 
Maint. way and structures. 4,905,227 5,383,302 
Maint. of equipment ..... 3,564,246 3,339,013 
Conducting transportation. 20,830,959 8,665,030 
Operating expenses .......... 30,226,729 28,276,941 
INGE CRUISINGS. o-oo 6 a c1ea'@ ex ce-<ie- 6 10,898,528 10,937,262 
PRG AMON oir a’d ovale aclacs ois aos 3,340,865 3,128,347 
Betterments and new equipment 1,234,918 1,076,427 
MOGGERS SUIDIUG, oo. i coc cea co's 132,615 217, O74 








Maine Central. 





The Maine Central, which is controlled by the Boston & Maine 
through ownership of over 50 per cent. of its capital stock, owns all 
of the Maine mileage in the Boston & Maine system north of Port- 
land, and, in addition, a line from Portland through the Crawford 
Notch of the White Mountains to a connection with the Quebec 
Central, just south of Lime Ridge in the province of Quebec. During 
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Maine Central. 


the past year it has been extending its control of the railroads of 
Maine, where it already owns most of the railroad mileage. The 
Somerset Railway, 90 miles long, running from Oakland to Moose- 
head Lake, was acquired in March by purchase of $650,000 of its 
$736,649 capital stock. The road has not been merged with the 
Maine Central but is separately operated for the benefit of its owners. 
Since assuming its control active measures have been taken to 
properly complete and equip’ the property, and it is believed that 
in the not distant future its passenger and freight traffic will so 
develop that it will not only be self-supporting, but increasingly 
valuable as a feeder to the Maine Central. 

There have also been acquired the Portland & Rumford Fails 
. properties, consisting of the Portland & Rumford Falls and the 
Rumford Falls & Rangeley Lakes railroads. These roads run from 
Rumford Junction, near Auburn, Me., to Rumford Falls and Liver- 
more, where there are already large manufacturing industries, and 
also from Rumford Falls to the Rangeley Lake region. They have 
been leased for 999 years at an annual rental of $328,000. The lease 
is given in full in the report. By it the company comes in posses- 
sion of the franchises of the Indian River Railway, a company 
organized to build from the Maine-Quebec line to Megantic, Que., 
on the Quebec Central and the Canadian Pacific. This, with an 
extension of the Rumford. Falls & Rangeley Lakes from Oquossoc 
north to the boundary, would give the Maine Central a short con- 
nection between Portland and these two Canadian roads. Such a 
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line would considerably shorten the rail distance between Quebec 
and Portland. The Maine Central also comes in possession of val- 
uable terminal property and privileges at and near Portland by 
this- lease. The new acquisitions are already more than self-sup- 
porting and are likely to increase in value with the development 
of water powers and industries along the Androscoggin river. 

The last year was a prosperous one for the Maine Ceniral. 
Gross earnings were $8,400,000, against $7,800,000 in 1906, an in- 
crease of $550,000. Of this, $178,000 came through the passenger 
department. Operating expenses, however, increased sharply. The 
pay rolls for the year amounted to $3,286,000, or 39 per cent. of 
gross earnings, against 36 per cent. in 1906. This was an increase 
of $511,000, or nearly 20 per cent. over the pay roll expense of the 
previous year. Net earnings were $3,200,000 against $2,600,000 in 
1906, an increase of 23 per cent. Net income increased even faster, 
by 42 per cent. Both of these increases, however, are a good deal 
due to the fact that, following the Interstate Commerce Commission 
ruling, in 1907 all additions and betterments, amounting in that 
year to $724,000, were separately reported and deducted from sur- 
plus after dividends instead of being included in operating expenses 
as in 1906. As no figures for 1906 corrected to show comparisons 
with the new methods are given, it is not possible to tell how much 
of the increases in net earnings and income are due to this cause. 
The principal item under additions and betterments is $369,000 for 
new equipment. 

The Maine Central shows an even greater increase in cost per 
locomotive mile than the Boston & Maine, from 27 cents in 1906 
to 30 cents last year. This was due particularly to increase in cost 
of fuel and wages. The maintenance of way expenditure was $1,274 
per mile against $1,940, a very large decrease, due partly 
to the change in accounting method. Even the present figure 
seems reasonably liberal in view of the fact that a good many 
of the lines run through sparsely settled regions and have thin 
traffic. The heavy winters, however, require many expenditures on 
the line which roads in more southern regions do not have. It is 
evident that the Maine Central has in the past been building itself 
up out of earnings. 

Coal, grain, lumber, paper, potatoes, wood and wood pulp, be- 
sides merchandise and miscellaneous, furnish the principal articles 
of tonnage. The largest item of traffic is lumber; the next, wood. 
Lumber, wood and wood pulp together make up 1,788,000 tons out 
of a total tonnage of 5,537,000 tons. The average trainload was 
280 tons. 

The principal results of operation were as follows: 


1907. 1906 
Mileage Worked <..0.cveeses 931 816 
Passenger earnings ...... $2,708,004 $2,572,796 
Freight earnings ........ 5,024,116 4,657,399 
le ee 8,348,138 7,794,745 
Maint. way and structures 1,076,193 1,483,408 
Maint. of equipment ..... 2,223,441 1,872,039 
Conducting transportation. 1,563,129 1,483,980 
Operating expemses .......... 5,149,529 5,205,059 
INGE CARMINE sero. 66 cc cceecues 3,198,610 2,589,686 
INGUUIMSGNIIEN Gs 6. dae caine eax cares 1,748,412 1,232,614 
Betterments and new equipment 1,238,949 828,027 
WORE MONT ons pc wascce ee us 161,094 56,218 








Illinois Central. 





A spirited contest is under way for control of proxies at the 
annual meeting of the Illinois Central next Wednesday. This con- 
test is between E. H. Harriman through J. T. Harahan, the present 
President of the company, and Stuyvesant Fish, who until last 
November had for 20 years been President. Four new directors 
are to be elected. Of the directors whose term expires, Mr. Harri- 
man is one and Mr. Fish another. The contest will center about 
the re-election of these two men. Mr. Fish appeals to the stock- 
holders for proxies largely on the ground that complete domination 
of the Illinois Central by the Union Pacific and the Southern Pacific 
is threatened, which as the Illinois Central is a north and south 
line originating more business than it receives, would be to the 
disadvantage of the Illinois Central shareholders. It is not neces- 
sary to go into the other charges which he brings against the 
present management of the road, as it is not possible from the facts 
which have been made public to form a fair judgment as to their 
truth or importance. 

The southwestern railroads are the ones which are showing by 
far the largest increases in gross and net earnings for the past year. 
While the Illinois Central is not exactly a southwestern road, never- 
theless, its position as the premier through line to the Gulf should 
give it a-large share in the great prosperity of that region. It owns 
considerable mileage north of St. Louis, earnings on which would 
not be directly affected by the southwestern prosperity, but most 
of the mileage south of St. Louis should feel the result of this 
unusual growth. For this reason the increase of 10 per cent. in 
gross earnings seems smaller than might have been expected. Gross 
earnings of Illinois and Iowa railroads in general increased as 
much as that during the last year, while the increases on the south- 
western mileage might reasonably have been considerably larger. 
Even on tne Yazoo & Mississippi Valley, which operates the bulk 
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of the southern lines, the increase in gross earnings was only 10 
per cent. 

Nevertheless, the year’s results were satisfactory, for in spite 
of an increase of 10 per cent. in operating expenses, net earnings 
were 8 per cent. larger than in the 1906 twelvemonth; gross earn- 
ings per mile of road increased 11 per cent., and net earnings per 
mile of road increased 10 per cent. 

Operating expenses as a whole were larger by $3,500,000 than 
in 1906, of which increase $1,900,000, or 25 per cent., was in main- 
tenance of equipment and $1,600,000 or 9 per cent. in conducting 
transportation. Maintenance of way decreased slightly in the total; 
per mile operated it was $1,568 against $1,550 in 1906; repairs and 
renewals cost $2,122 per locomotive against $1,944 in 1906; $775 
per passenger car against $819 in 1906 and $92 per freight car 
against $67 in 1906—this last a large increase. 

No specially ‘noticeable gains were made in economy of opera- 
tion. The revenue train load increased only 3 per cent., from 353 
to 364 tons; car loading increased by less than 1 per cent., and 
net earnings per revenue train mile increased only 4 per cent. 
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illinois Central System. 


against the increase of 10 per cent. in net earnings per mile of road. 
With an increase of 6 per cent. in revenue ton miles there was an 
increase of 3 per cent. in the freight train mileage. Eleven per 
cent. more passenger miles were handled with an increase of only 
5 per cent. in passenger train mileage. Freight earnings per train 
mile increased 7 per cent. and passenger earnings 3 per cent. 

The balance sheet shows that the company needs to borrow 
money soon, for there was on June 30, 1907, $10,300,000 in bills pay- 
able at future dates outstanding, against $1,400,000 a year earlier. 
This increase represents money borrowed for construction expendi- 
tures on the Indianapolis Southern, Yazoo & Mississippi Valley, and 
the Nashville and the Birmingham extensions and terminals. 
Against a total of $11,860,000 payable at future dates, the company 
holds some $29,000,000 par value of bonds free in its treasury. The 
current assets exceed the strictly current liabilities by $3,200,000, 
although there was on June 30 only $1,000,000 cash on hand. Both 
in order to provide more working capital and to finance the large 
construction expenditures, the Illinois Central will evidently be one 
of the first railroads to come in the market for new funds as soon 
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as there is an improvement in the demand for railroad securities. 

The line to Indianapolis was put in operation last December. 
It was described in the Railroad Gazette of March 15, 1907. The 
line to Birmingham, Ala., is to be ready for operation by the first 
of November. Other new construction is a double-track branch 
from Kensington, I1l., to Hammond, Ind., seven miles, one of whose 
tracks will be used jointly with the Chicago, Cincinnati & Louis- 
ville, giving that road its permanent Chicago entrance, and the 
other as an electric line by the Chicago, Lake Shore & South Bend, 
which in return is to give to the Illinois Central trackage rights 
from Hammond to the United States Steel Corporation’s new plant 
now building at Gary, Ind. A double-track freight line, 16 miles 
long, is being built around the city of Memphis, Tenn. The Illinois 
Central has also advanced $120,000 to a company through which 
the iv railroads entering Memphis are together building a union 
station. 

The Yazoo & Mississippi Valley, which operates a network of 
lines in the Mississippi delta as well as the western of the two 
through lines from Memphis to New Orleans, in all 1,239 miles of 
line, had gross earnings of $9,500,000, an increase of 10 per cent.; 
operating expenses of $7,800,000, an increase of 10 per cent., and 
net earnings of $1,800,000, a gain of 8 per cent. Revenue train 
load increased from 282 tons to 318 tons or 3 per cent.; while there 
was a decrease of 9 per cent. in the ton-mile rate and of 2 per cent. 
in the net earnings per revenue train mile. Maintenance of way 
cost $1,793 per mile, against $1,810 in 1906 and $1,354 in 1905. 
There was an increase of 30 per cent. in maintenance of equipment 
cost. 

The following table sums up the operation of the Illinois Cen- 
tral, not including the Yazoo & Mississippi Valley, for the last two 
years: 





1907. 1906. 
REARS EE NIOG, w Sarss bn; 6\<0\ n..0,/a sw 4 awin'a sorele lio sidsg.ecererelevele 4,371 4,424 
Passenger earnings . “ $10,004,041 
Freight earnings Samat 34,637,124 
Reps PRROSANTIS NER IE IS 01 ci annie 0/4) Stain ib us0 a a eCo so ous oc slane 51,636,405 
Maintenance of way and structures........... 6,851,450 - 6,855,173 
Maintenance-of equipment, ........6656 60:53 screens »596,007 7,705,028 
(CONGUCLINE TEANEPOTTAUION  ... oc 6-605 bens s bees e 20,213,508 18,568,355 
Operating EXPENSES .... 1. cccccccvssvccecevece 37,847,707 34,302,477 
EE SSC SRS Parnes Perr rertrcrerymir ae error 18,762,926 17,333,928 
Re MIRREN Noho nics aaa wane gal go oie wine ie-s/ac poe Siw eleosaral se 11,687,091 10,862,339 
PNMEINIIOHUD, (Scie ons ce 5 00s 6 m0 1010. oy je.9 0'si0'% ain ote sine 3,987,934 4,164,739 








Brooklyn Rapid Transit. 





The Brooklyn Rapid Transit Company did not make quite as 
favorable a showing for the year ended June 30, 1907, as in the 
three years previous. It is not yet in a position to pay dividends 
on its $45,000,000 stock and probably will not be for some years to 
come, but meanwhile it is accumulating a large surplus and spend- 
ing money freely for permanent improvements. 

There was a decrease of $116,068 in net earnings and the surplus 
after all charges was $1,658,444. Last year only $1,090,840 was car- 
ried over to surplus, $500,000 having been deducted for contingent 
reserve fund, a deduction which was not made this year. Gross earn- 
ings were $19,381,587, an increase of $908,259, or 5 per cent. In 1906 
the increase in gross was 18 per cent., in 1906 11.1 per cent., in 1905, 
in 1904 and in 1908, 6 per cent. The sudden falling off in growth 
of gross receipts is due in part to further extensions of the transfer 
privilege during the year. Of the 511,839,487 passengers carried, 
26 per cent. rode on transfers, as against 21 per cent. in 1906. 
Unfavorable weather, which affected the heavy travel to seashore 
resorts, also tended to keep down earnings. The surface lines were 
most affected by both these causes and the result was a decrease 
of $208,041 or 2 per cent. in gross earnings from these lines. On 
the other hand, the elevated roads show an increase of $1,065,302 
or 18 per cent., as against an increase last year of 14 per cent. 

Much of the improvement work carried out during the last 
three years has been designed to relieve the surface lines in the 
congested districts by transferring through passengers to and from 
the elevated roads at outlying junctions. In spite of this the con- 
gestion of the surface lines on the Brooklyn Bridge and on Fulton 
street is now so great that little further increase in traffic can be 
expected until measures are taken to relieve it. The widening of 
Livingston street, so long delayed, will do much to help the situa- 
tion between City Hall and Flatbush avenue, but there is no imme- 
diate remedy for the conditions existing at both ends of the Brook- 
lyn Bridge. The opening of the Battery tunnel and the completion 
of the New York terminal of the Williamsburg Bridge are still 
some time away, and the complete reconstruction of the Brooklyn 
Bridge terminals, which has just been begun, is even farther off. 
It is expected, however, that temporary arrangements will soon be 
made to run through elevated trains over the bridge during the 
rush hours, and thus add materially to the carrying capacity of 
the terminal tracks. 

Operating expenses rose from $10,441,377 to $11,465,705, an in- 
crease of 10 per cent., although the total car mileage rose only 7 
per cent. The principal items which show a large increase in cost 
are operation of cars, 11.1 per cent.; maintenance of equipment, 9 
per cent., and damages, 16 per cent. Notwithstanding unfavorable 
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weather and the increase in car mileage, cost of operation of power 
plants increased only 3 per cent., which is a gratifying showing in 
favor of the new and modern equipment which has been installed 
during the last three years. The big increase in the item of dam- 
ages and legal expenses was due largely to the fact that during the 
year the settlement of pending actions was greatly expedited by 
the election of a number of additional judges, which increased the 
capacity of the trial courts about 40 per cent. President Winter 
has been markedly successful in reducing the number and amount 
of judgments tor personal damages secured against the company 
during the last, five years, and while the actual amounts paid last 
year increased 16 per cent. the number of cases settled increased 
36 per cent. 

The total track mileage operated increased from 557 miles in 
1906 to 579 miles in 1907. Most of the additional track consists of 
new sidings and turnouts. The reconstruction of the Brighton 
Beach line into a four-track road is nearing completion and two 
tracks are now in use on the permanent location. The entire im- 
provement is to be finished by January 1, 1908. This is the only 
important construction work being carried on at present, although 
contracts have been let tor the elevated structure to connect the 
Broadway line with the Williamsburg Bridge elevated tracks. The 
construction account against which the 4 per cent. refunding bonds 
of the Brooklyn Rapid Transit Company are issued was much 
smaller than in 1906. There was $5,703,186 spent, as against $8,414,- 
136 in 1906, a decrease of 32 per cent. Only $762,787 was spent for 
new cars and electrical equipment, as against $3,460,834 in 1906. 

At the beginning of the year there were in the treasury $943,000 
refunding 4 per cent. bonds and there were issued by the trustee 
on account of construction expenditures during the year and for the 
purchase or exchange of securities, $6,867,000 in bonds, a total of 
$7,810,000. Of these there were sold only $3,186,000 owing to the 
poor market, leaving on hand $4,624,000. There was $4,844,934 
more expended to June 30, 1907, for which bonds may be issued. 
The bonds sold during the year brought an average price of only 
88.35; the discount, amounting to $371,825, was deducted from the 


surplus. 
The following is a summary of operations for 1906 and 1907: 
1907. 1906. 
MAGS. GROERIOR oe. civic ccc ciccic coos 579 557 
GONG -GRRMIUO., 4 ic s.c.0.0 4s a cecae wes $19,381,587 $18,473,328 
Operating expenses ............. $11,465,705 $10,441,377 
MABE, GRU orcs oe soe cis we maces $7,915,882 $8,031,951 
Passengers carried -...:...eces0 511,839,437 452,604,203 
ce rer ere ee ree 68,273,181 63,657,323 








NEW PUBLICATIONS. ; 





The Art of Railroading, or the Technique of Modern Transportation. Calvin 
F. Swingle, Editor-in-Chief. Chicago, Ill.: Railway Publications Society. 
7 Vols., 3,230 pages; profusely illustrated. Half leather. $30.00. 
Two volumes of the seven are devoted to locomotive engineering; 
the third is on air-brake practice; the fourth on mechanical exam- 
inations; the fifth on locomotive breakdowns; the sixth on machine 
shop practice, and the seventh on station and train service. When 
the great mass of technical literature bearing upon these subjects 
is considered it is of course apparent that it has not all been so 
condensed as to have been brought within the limits of the work 
under consideration. Still, the series contains much that will be of 
value to the man who has not had the advantages of a school train- 
ing and who has nevertheless an ambition to succeed. He will be 
taught a great number of facts and a few principles, and it is in the 
paucity of these matters that the books, like most of their class, 
are weak. Two examples of work well done and skimmed over fol- 
low one another in the first chapter on the duties of the fireman. 
Where sensible and latent heat are defined the work is so well done 
and so clearly explained that anyone who can read should be able 
to understand. But there is nothing to show why a sight feed lubri- 
eator delivers oil to the cylinder, and the explanation of the “prin- 
ciple” of the action of the pop valve is confined to a statement of 
what it does, though the reason can be dug out of the text in 
another place. So throughout the whole there is plenty of informa- 
tion regarding facts, and plenty of instruction as to what should 
be done when something definite occurs. In the locomotive sec- 
tion there are full descriptions of the mechanisms of the valves 
and other working parts, especial attention being paid to the Wal- 
schaerts gear, with details of the various extras, as they are called, 
that enter into the construction of the modern locomotive. By these 
are meant such parts as gages, safety valves, whistles and the like. 
In the volume of mechanical examinations there is a set of 
tables on the link motion that can be made of great value to any- 
one who will study them carefully. There are comparatively few 
who realize the great delicacy of adjustment required in order to 
secure a proper action of the Stephenson link motion and of the 
effects of apparently slight changes in the dimensions and location 
of the parts. These tables show the “effects produced in the dis- 
tribution of the steam with different laps, leads, travel of valves 
and points of suspension or locating the stud on the saddle.” These 
are the main points in the variations that are rung in with the 
link motion but are by no means all. The volume also contains 
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chapters on fuel oil, fuel combustion and modern air-brake practice. 

In locomotive breakdowns there is sometimes something more 
than breakdown information proper. The volume is in the form 
of a catechism, and most of the questions and answers have a prac- 
tical value, while others have the appearance of padding. For ex- 
ample, the reply to a question asking how a heavy main rod is to 
be handled when disconnecied is to the effect that someone should 
be asked to lend a hand. Most of the questions, however, appear 
to be those that have been genuinely asked and credit for them 
and for their answers is given to the Brotherhood of Locomotive 
Firemen’s Magazine. 

In machine shop practice there is a collection of miscellaneous 
information starting in at the simple definitions of a primary arith- 
metic and leading up to logarithms; in a few pages, it passes through 
“practical geometry” to mensuration, and on to applied mechanics, 
and then with a brief sketch of the indicator and the methods of 
calculating horse-power we come to the general description of hand 
and machine tools with illustrations reproduced from catalogues 
of manufacturers, and conclude with a chapter on shop kinks. There 
is very little of this that is original though all of it may be of some 
value for reference, though of little to show the machinist how 
work should be done other than that conveyed in the general descrip- 
tion of the machines. 

The last volume on station and train work is a compilation of 
a number of papers and addresses that have been delivered by dif- 
ferent persons upon the general subject of train handling and which 
are authoritative in that they emanate from men in positions of 
responsibility in train work. These are followed by the standard 
code of train rules, the rules for car loading, with instruction for 
general station work, concluding with a treatise on telegraphy. 

As a whole the work is valuable as setting forth in a general 
way the salient features connected with certain branches of rail- 
road work, notably that of the locomotive, and without going into 
these matters with a thoroughness that would make for a perfect 
understanding of the subject. Cars are not considered at all. The 
value of such text books is that they may serve as a guide to more 
extended study and they also serve conveniently for reference for 
those who wish some specific piece of information and do not care 
for an extended treatise. The use of the series for such references 
will be comparatively easy; for, while it is not cross-indexed, it is 
so arranged that it will be possible to find what is wanted with com- 
paratively little trouble, provided it is there at all. 





CONTRIBUTIONS 


Parcel Rooms. 











New York, Oct. 3, 1907. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

Increasing conveniences in railroad service and travel are recog- 
nized means of decreasing public hostility. If a standard could be 
established by the leading lines in the petty matter of collection 
of fees for holding parcels in the station parcel rooms something 
would be gained. The lack of uniformity is particularly annoying 
in New England. It is preferable to collect when a parcel is left 
as one is not apt to be in a rush. 

Again, all newsstands and news companies should be compelled 
to keep postal cards and possibly stamps, plain paper and envelopes. 
How often we start on journey, forget a word home or to the office, 
try to get a postal at the first important stop and receive that chilly 
response, “We don’t keep ’em.” GEO. B. LEIGHTON. 





Steam and Electric Locomotives. 








At the September meeting of the New York Railroad Club a 
paper was presented on steam vs. electric locomotives that dealt, for 
the most part, with possible improvements in the steam locomotive, 
with especial reference to the introduction of the superheater. In 
discussing the paper C. A. Seley, M.E., of the Chicago, Rock Island 
& Pacific, said: 

All the steam railroads are not to be electrified, at least in our 
day and generation; neither will a tithe of the magnificent sum of 
$188,000,000 be spent for superheaters, etc., for the improvement of 
the 47,000 locomotives now so industriously burning up the com- 
pany’s money. We are altogether too far up in the air in this talk 
of millions and billions, and the assumptions in this paper are based 
on united and concerted action and practice which can never obtain 
until the millennium. 

No railroad man believes that blessed epoch to be at hand, 
although if the views of some of our electrical friends can be be- 
lieved it is already here. The fact of the two magnificent experi- 
ments being made by the railroads in this vicinity in electrification 
on diverse, and in some ways directly opposed theories and methods, 
proves my case. It is altogether possible that both are right in their 
theories and methods, based on their conditions. 

The lay mind knows or appreciates nothing of this; hence the 
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popular cry for electrification, the dear public apparently believing 
that with the elimination of the smokestack and the other unpleas- 
ant concomitants of the steam locomotive and the substitution there- 
for of the man with the controller handle, all travel and transporta- 
tion will be made sane and safe, clean, swift, cheap, and in every 
possible and in some impossible ways, an improvement on present 
steam railway methods. 

The honorable Mayor of my home city came here to New York 
to investigate steam railroad electrification in order to obtain infor- 
mation that would lead to an amelioration of the horrible conditions 
brought about by presence within the city limits of Chicago of soft 
coal-burning locomotives, and there is already a hysterical feeling, 
bred largely by uninformed newspaper opinion and influence, that 
Chicago railroads must follow the example of those of New York 
and electrify. : 

Does the honorable Mayor, aforesaid, know that the authors of 
the electrical paper referred to, after closely analyzing and showing 
by comparison the savings possible by electric operation, go on to 
state that “the immediate and general adoption of the new motive 
power by our railroad companies is neither possible nor desirable,” 
explaining that the very magnitude of such operations, coupled with 
the fact of the youthfulness of the art arid the necessity for careful 
and close analysis of the conditions surrounding each railroad prop- 
erty requires conservative and carefuily considered action? 

When the chaos now existing north of the Grand Central Station 
shall have been cleared away, the structures and track equipment are 
completed, trains running normally, and under electrical power 
only, and when all the bills are paid, then and then only will we 
be able to profit by the experience gained in these two applications, 
so varied, so interesting and productive of discussion and opinion. 
The New York work of railroad electrification was of necessity, as 
was also that in Baltimore, and largely on account of tunnels and 
the traversing of long distances of densely populated sections as 
well as the movement of a multitude of trains in that territory. 

No doubt the evolution of the transportation problem in this city 
would, sooner or later, without legislative action require the in- 
creased movement possibly by the more frequent detached or multi- 
ple unit trains, displacing the older transportation methods, and for 
such movements through tunnels, the comfort of passengers aside 
from any other consideration is enhanced by electric power. Just 
how we will take up this matter on the railroads in Chicago remains 
to be seen, but as yet there is little direct and conclusive information 
to be gained from New York electrification. 

By this time I have probably established myself in your minds 
as opposed to progress and improvement in transportation methods, 
but I desire to state that this is not the case. On the contrary I am 
a firm believer in electric traction wherever there is density of popu- 
lation from which induced travel can be built up by increased trans- 
portation facilities. When there is a continued density of popula- 
tion across considerable territory, then electrification is possible and 
advisable as a railroad main line proposition, otherwise the steam 
locomotive in the present state of the art. 

I will also admit the desirability, although not always conceding 
the necessity, for electrification of railroads in large cities, particu- 
larly those which are terminals and which deal in suburban trans- 
portation. I am also a believer in the possibilities in improvement 
of the steam locomotive and to a certain extent on the lines indicated 
under discussion. 

The performance of superheater engines on the C. P. R., on 
which the regular coal records and not special test reports shows 
definite and conclusive savings under weather conditions much 
worse than we have in the states, should be proof of the value of 
superheating of locomotives. We are progressing slowly on the 
Rock Island in superheating. Most of our difficulties have been with 
details and not with the general principle, and I have no fear but 
that we and others now taking up superheating will be enabled to 
improve engine performance. 

Modern simple locomotives are, as a rule, carrying too high 
steam pressure, brought about to some extent by the use of such 
pressures on compound engines, and we have to realize that a mis- 
take was made for which we are paying dearly in boiler maintenance 
with no compensating gain in economy. 

Dr. W. F. M. Goss contributed a paper last year to the Western 
Railway Club, based on data, showing conclusively that “the evapora- 
tive efficiency of a locomotive boiler is but slightly affected by 
changes in pressure between the limits of 120 and 240 lbs.,” and with 
an allowable increase of weight for a given boiler better results can 
be obtained by increasing its capacity than by increasing its strength 
for carrying higher pressure. With the use of pressures beyond 160 
lbs. the difficulty in maintaining boilers, particularly in a bad 
water district, increases in a startling ratio. 

If, then, we take advantage of this, designing boilers for pres- 
sures that will contribute to economical maintenance, utilizing also 
admitted benefit of superheating in further improving the quality of 
the steam; also eliminating the breakages ensuing on carrying water 
over into the cylinders, such engines will no doubt give records most 
favorable as to fuel economy and maintenance. 

Feed water heating can be perfectly accomplished in stationary 
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practice, but no successful heater has been developed for a locomo- 
tive. There may be one produced, but the chances are not in favor 
of.it, as the water should come to a state of rest for precipitation, 
and this is not possible on a moving locomotive. Prevention is 
always better than cure, and the best place for feed water impuri- 
ties is in the outlet of a water purification plant, and it will be found 
cheaper to take them out there than from the boiler. I have no 
doubt of getting larger economies in water treating than in heating 
for purification. 

So far, I believe, there is no generally approved smoke consumer 
for locomotives except a good fireman. The stoker question is just 
now in a state of development, which is promising, but not yet con- 
clusive. A pneumatic door-opener will decrease the labor of firemen 
very much and is worthy of attention until a successful stoker is 
adopted. I do not know if I have saved as many millions of dollars 
by my recommendations as has the distinguished writer of this 
paper (referring to Mr. Toltz’s paper, not reprinted), but I do agree 
in the main with him and beg to congratulate him on his defense of 
the steam locomotive. 








The New Tacoma-Tenino Line of the Northern Pacific. 





BY H. COLE ESTEP. . 

At the time the Northern Pacific Railway was built there was 
nothing in the North Coast region to justify anything but the cheap- 
est possible construction consistent with reasonable safety and econ- 
omy of operation. But since that time conditions have changed 
mightily. The territory through which this and other northwestern 
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Part of Pierce County, Wash.; Showing New Tacoma-Tenino Line. 


railroads pass has become comparatively thickly settled and traffic 
has increased enormously. To meet this demand the. roads have 
been practically rebuilt. The Northern Pacific has been ensaged 
in rebuilding work for 12 years and nearly every mile of track 
has been changed. There are still, however, a few weak spots in 
the system, probably the most notorious of whieh is the Tacoma 
terminal and the main line from Tacoma to Tenino, 39 miles south. 
The company has been working on this problem for a number 
of years, out has just recently begun active operations on a radical 
relocation of this section of the line. 

The problem of getting into Tacoma from the east. is easy of 
solution, the Puyallup river valley forming a natural gateway and 
a water grade to Commencement bay. But the problem of getting 
out of Tacoma to the south is very difficult. The bluff rises either 
vertically or on'a 1% to'1 slope directly from the shore 6f the bay 
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to an elevation of about 100 ft. and then shades off gradually, reach- 
ing a level plateau at an elevation of 250 ft., five miles back from 


the shore. Leading down from this plateau are several steep, nar- 
row ravines. These form the only direct approach to the city from 
the south. 


Sixteen miles south of Tacoma the Nisqually river, a stream 
of considerable size, flows into Puget Sound from the southeast. 
Access to the plateau back of the city, and the territory south of 
it, can be gained fairly easily by using this valley. The natural 
and only logical route for a railroad from Tacoma to Portland is 











New Line West of Tacoma Passenger Station. 
These tracks are now used for freight transfer. 


the one which follows the bay shore to the mouth of the Nisqually 
and then reaches the highland to the south through this gateway. 
But the construction of a line over this route encounters physical 
and financial difficulties which the original builders of the Northern 
Pacific preferred to avoid. They therefore accepted the only alter- 
native and built the main line up the most favorable of the gulches 
noted above, and thus gained access to the prairie south of the city. 
This results in a tortuous 2.2 per cent. grade for four miles from 
Tacoma to South Tacoma, and in what is undoubtedly the most 
awkward and dangerous terminal arrangement on the coast. Like- 
wise, the present location through the city of Tacoma includes many 
objectionable features. 

The passenger station is approached from the east over a draw- 
bridge which crosses a busy waterway and is open often, causing 








f 
g 
8 
& 
Old Maritt Lit SHOWTT TADS mmm 
News « ge NS 
Draw 
‘a oe 
saan 
nF 4 \ 
av y 
x fj 3 
A 
y 4 { 
| \ 
i] 
‘I g \ 
WT 5 ” \ 
NI N ‘ 
Ht x | 3 \ 

& II > | > \ 
I! NS \ 

: i g \\ 
1H > ; 
HW S \ 
Wt 
































Rearrangement of Tacoma Terminals; Northern Pacific. 


THE RAILROAD GAZETTE. 


417 


vexatious delays. Through trains, when ready to proceed, must back 
out onto the drawbridge and go up the heavy grade to South 
Tacoma. Trains approaching from the south must come down the 
same 2.2 per cent. grade, cross at grade the busiest streets of 
Tacoma,.and enter the drawbridge which is just at the foot of the 
hill. Stopping on the bridge, the train is backed up the hill into 








Temporary Track Through Tacoma Mill Co.’s Property. 


the station. A more clumsy, dangerous arrangement could hardly 
be imagined. 

The new location will do away with all of this. Commencing 
at a point just east of the city the new line, called for the first five 
miles the Point Defiance line, leaves the main line and turns to 
the left, passing through the Head-of-the-Bay yards. The tracks 
then swing around the end of the waterway now crossed by the 
drawbridge, eliminating this objectionable feature, and proceed due 
west to Point Defiance. The new passenger station will be located 
on the site of the present one, but the tracks will be 15 ft. lower. 
The station will be double-ended and through trains will proceed 
without switching. Freight traffic will be diverted around the pas- 
senger station, using the two freight tracks already built along the 
bay shore. 

The new line, on which construction work is now commencing, 














Tacoma-Tenino Line near Coal Bunkers. 
Illustration shows present temporary tracks. 
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is 40 miles long from Tacoma to:Tenino. The general route is along 
the shore. of Commencement bay.for five miles to Point Defiance, 
thence. southward along the east-shore of Puget Sound to the mouth 
cf the Nisqually river, thence up the Nisqually valley to Sherlock, 
crossing the Olympia branch at this point, thence southerly, skirt- 
ing Patterson lake and-Offut’s lake, to Tenino, where it joins the 
present main line. 

Aside from the rearrangement of the passenger station and the 
elimination of the drawbridge, already noted, the new work con- 
tains several points of engineering interest, including the line under 
the bluff near Sperry Mills, the Point Defiance tunnel, and the big 
fill and bridge crossing the Nisqually valley and river. 

From the passenger station to the smelter, four miles west, the 
line is practically complete. This portion will be double-tracked. 
Two miles west of the station, near Sperry Mills, the line is flanked 
by the bay on one side and by a high bluff on the other. For a 
distance of 500 ft. back of the mill the bluff is practically vertical, 
and in order to keep it from sliding onto the track a concrete re- 
taining wall, 300 ft. long by 30 ft. high, is being built. Passing 
through the plant of the Tacoma Mill Company, part of which will 
be removed to make way for the new line, the track skirts the bay 
to a point just east of the Tacoma smelter. Here, turning to the 
south on a 3-deg. curve, the line enters a 4,000-ft. tunnel under Point 
Defiance. The tuunel is driven through a sandstone formation and 
the west portal brings the line out to the east shore of The Narrows. 

The next point of interest is the crossing of the Nisqually val- 
ley. The problem of locating a successful crossing at this point, 
which baffled the engineers of 30 years ago in laying out the orig- 
inal line, has been boldly solved by two tremendous fills. The river 
is approached from the north on a long fill varying from 20 to 40 ft; 
in height. The river itself. which is narrow, is crossed by the 
customary steel span, and on the south side occurs a duplication 
of the long, heavy. fill forming the north approach. Over 1,000,000 
yds. of earth and broken stone will go into these fills. The rest 
of the line to Tenino, which cuts off one end of Patterson lake, pre- 
sents no unusual problems and is nothing more than a first-class 
road through a broken country. 

The new line will cost, all told, $5,000,000. It will have 0.3 per 
cent. maximum grades and 3-deg. maximum curves, whereas the 
present main line has 2.2 per cent. grades and 8-deg. curves. The 
location is one of the best pieces of work in the West and was done 
under the engineering supervision of A. R. Cook, Division Engineer 
of the Northern Pacific. 








Equipment Depreciation and Renewal. 





BY WILLIAM MAHL, 
Comptroller of the Union Pacific System and the Southern Pacific Company. 


The provision in the Interstate Commerce Commission account- 
ing rules effective July 1, 1907, in respect to the charges to be made 
thereafter to operating expenses under “renewals” and under “depre- 
ciation” of the several classes of equipment, has opened a wide field 
of inquiry and speculation as to the measure of this depreciation. 
The lack of information on this subject is the cause of considerable 
perplexity to the railroads; for this reason, percentages for depre- 
ciation were adopted and charges growing out of the misunderstand- 
ing of the intent of the provision in resvect of “renewals” were 
made, which increased considerably the operating expenses of the 
railroads for the month of July. The hope is expressed that during 
the year ending June 30, 1908, sufficient facts on this subject will 
have been collected to enable the Commission to decide on the per- 
centage of depreciation to be observed by the railroads for the next 
year for each class of equipment. 

In the hope of giving some aid to ail concerned in this inquiry, 
several statements accompany this article bearing on equipment re- 
newals and replacements. These are compiled from data published 
in the annual reports of the Southern Pacific Company but sum- 
marized so as to present the facts in a concrete form. These state- 
ments also illustrate a.simple method by which the Commission, the 
investing public, and others interested in the matter may form an 
accurate estimate of the extent to which the railroads have taken 
up annually in their operating expenses the cost of equipment worn 
out, condemned, sold or otherwise disposed of. Any further charge 
is not within the facts as depreciation applies to the operation of 
railroads, and it is doubtful if any liabilities thus created would 
stand in law or would be considered as such in a sale in which the 
seller contracts to turn over the property free of all debts except 
outstanding stock and the mortgage debt, or would be recognized 
as such hy the courts in the event of a receivership. 

The annual reports of the Union Pacific and of the Southern 
Pacific state fully the equipment destroyed, condemned or sold and 
the equipment added during the year, and also the amounts charged 
respectively to operating expenses, to replacement funds, or to 
capital accounts. In this illustration of equipment depreciation and 
renewals, the Southern Pacific has been selected because the even 
tenor of its operations was not interrupted by a receivership, into 
which so many railroads were forced during the business depres- 
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sion which followed the panic of 1893, and the accountability for 
its equipment has not been changed from the policy originally 
adopted. The value of the statements submitted rest on this policy 
for, by it, the depreciation was made good in the fullest sense of 
the term. At some time the precise amount of depreciation must 
be accurately ascertained, if the data in respect thereof is to be of 
any value or guide. 

In the operation of a railroad, the depreciation is equivalent 
to the replacement of that which has been worn out, or which was 
condemned or sold because its further use was unprofitable. The 
constituent companies of the Southern Pacific Company dealt with 
their equipment as they did with any other renewals and replace- 
ments, that is, they charged to the operating expenses the current 
cost of a new locomotive or a new car purchased to replace one de- 
stroyed, condemned or sold. Nearly all the railroads of the con- 
stituent companies had been in operation for a number of years 
before the Southern Pacific Company was organized. It is safe, 
therefore, to assume that a considerable depreciation in equipment 
had already taken place by 1885 and that the time was near at hand 
when the annual renewals would not be far from the average annual 
depreciation. The data for the five years from March, 1885, to 
December 31, 1889, is lacking, but, in. the year 1890, Mr. Collis P. 
Huntingion -was elected President of the Southern Pacific Company 
and a definite policy was thereafter observed in respect to equip- 
ment renewals. In the closing section of his report for that year 
the following reference is made to the equipment: 

“There have been destroyed since the year 1885, when this Company com- 
menced to operate these properties, a considerable number of cars belonging 
to the various companies, the greater part of which were then quite old and 
of light capacity. Of this number only a part has been replaced, but ar- 
rangements will be made to replace the remainder, about 1,150 cars, during the 
year 1891. ‘Their cost, estimated to be $569,926.65, and representing cars of 
standard capacity, has been charged up, and this sum is included in the ‘Re- 
newal Fund,’ shown under the Company’s liabilities.” 


Beginning with 1890 the companies eharged to operating ex- 
penses the cost of new locomotives and passenger train cars, less 
salvage, if such cost did not exceed by any considerable sum the 
cost of the equipment replaced. When the standard capacity of 
freight cars was 25 tons, and, later on, when this was increased 
to 30 tons, the companies charged to operating expenses the cost 
of a new 25-ton or a 30-ton capacity car, less salvage for the old 
car, for every freight car destroyed, condemned or otherwise dis- 
posed of. Exceptions were made in one or two instances in which 
a large number of old 10, 12 and 15-ton cars of the Oregon & Cali- 
fornia and of the Central Pacific were condemned; in these instances 
new cars were added equaling in the aggregate the tonnage capacity 
of the cars vacated. The companies continued in this course until 
1898, when cars of 40 and 50-ton capacity came into use and the 
price of cars advanced. Prior to 1898 the companies paid $425 to 
$435 for a standard 30-ton capacity box car complete (the railroads 
furnishing the air-brake and fixtures), and it was believed to be to 
the best interest of the companies to make replacement along these 
lines rather than to take advantage of any technicalities in account- 
ing and to charge a part of such cost to betterments. The use of 
freight cars of 40 and 50-ton capacity and the much greater cost of 
steel framing and bodies, the use of passenger train equipment of 
more costly design, and of locomotives of much greater capacity, 
made it necessary to modify the former practice in regard to these 
charges. Since 1898 the increase in wages and in material had also 
added largely to the former cost of equipment of the same design. 
The companies, however, have continued to make renewals of equip- 
ment along the same lines on which they made all other renewals, 
that is, at the current cost and have charged to their operating 
expenses the current cost of replacing the particular type of loco- 
motive cr design and character of car destroyed, condemned, sold 
or otherwise disposed of, less the cash received for it if destroyed 
on foreign lines or sold, or the value of the old material if destroyed 
on the home line or dismantled. 

The amounts which were thus charged to operating expenses, 
together with the cash received from sales of, or value of, the old 
material, were credited to a “replacement fund,” which was used 
to pay for new equipment of the capacity and design then best 
adapted to the traffic of the railroads. By ihese methods two im- 
portant conditions in railread management were faithfully observed; 
first, ithe integrity of the capital account was maintained, and, sec- 
ondly, the actual depreciaiion (i.e. the current cost of the cquip- 
ment worn out, condemned, sold or otherwise disposed of), was 
taken up in the operating expenses and made good from the year’s 
income. 

Considerable data relating io equipment matters prior to 1902 
was destroyed in the warehouse burned on Pier No. 34, North river, 
in May, 1907. The data for the six years now submitted, however, 
will be of greater value in this inquiry than that of the preceding 
years, because the subject is dealt with during years of great pros- 
perity when the companies condemned and sold equipment liberally, 
and also because the charges to operating expenses is for equipment 
at the present high cost and not at the lower cost prior to 1898. 
In.the following tables the cost. per annum is based ‘on the average 
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number of locomotives and cars in service computed monthly. In 
“repairs” are included the expenditures for repairs and renewals 
other than replacement for equipment vacated. In “vacated” is in- 
cluded the cost of the equipment destroyed, condemned and dis- 
mantled, sold or changed to another class: 


No. 1.—Locomotives ; Southern Pacific Company. 
Average Expenditures and Per locomotive per 








Year. serviceable-——charges for——, ;———-—-annum,———, 

No. Repairs. Vacated. Repairs. Vacated. 
WOE Sec asiahiog dewcwe ne 1,691 $5,717,667 $271,826 $3,381.23 $160.75 
TONG, Heian hae ees 1,655 5,042°967 767,407 8,047.11 463.69 
BO ory calorie paleo ate 1,637 5,179,486 143,377 3, 164. 2 87.59 
i, er ere 1,516 5,370,649 70,334 5 46.39 
DOO cs mae Sanaa wees 1,419 4,412,410 197,382 139.10 
DUE. dcp serd acade oy aan se aca 1,523 3,528,199 237,848 2. 666. 35 2 179.78 
Average for 6 years. . 1,540 $4,875,230 $281,362 $3,165.39 $182.70 


The large charge for locomotives vacated in 1906 resulted from 
the fact that a considerable number of locomotives in good condi- 
tion, but too light for profitable service, were withdrawn. A number 
of them were sold to saw mills, and to logging and other railroads. 

No. 2.—Passenger Train Cars; Southern Pacific Company. 
Average Expenditures and Per car per 





Year. serviceable;-——\charges for——\  — annum,——.-, 

"7 No. Repairs. Vacated. Repairs. Vacated. 
MOOT ctccciecverewemasiaes 1,700. $1,361,829 $120,889 $801.08 $71.11 
DES 55 oreo om crevci eres dora 1,624 1,194,668 146,950 735.63 90.48 
ERSTE “wo dc o-0-o:. 6,4 a4 @ aierepsi ene 1.566 1,221,568 102,301 780.05 65.53 
Es. oo deca ee teeocaae 1,483 1,094,459 128,248 738.00 86.48 
RMR | 553: oc teracacele ete 1,349 ai 7013 +262 315,930 751.12 234.19 
RR oo o's: pleécbreeecas or racers 1,300 963,747 124,680 741,34 95.90 


Average for 6 years. 1,504 $1,141,589 $156,500 $759.20 $104.08 
The iarge charge for cars vacated in 1903 resulted from a charge 
of $225,000 for cars destroyed by fire on the Alameda Mole. 
No. 3.—Freight Train Cars ; Southern Pacific Company. 
Average Expenditures and Per car per 











Year. serviceable-——charges for——, ,————-annum,— 
No. Repairs. Vacated. Repairs. Vacated. 
WOOF fccccCuweewwouree 43,662 $3, 875,956 $1,058,274 $88.77 524.2 
Ne iS iiiaia oie) Slot eres ot orate 44,172 3,173,773 1,269,492 71.85 28. 7- 
WP cists ic nao vialetta aes 44,887 389311 35 562,053 64.45 12.52 
EE Fs ee ee 44,571 3,031,840 524,882 68.02 11.78 
BUMMER. Gila ode eaeies 41,982 2'779,309 512,697 66.20 12:21 
Deke sien eraisisne ice ore sacs 38,625 2,380,410 465,372 61.638 12.04 





Average for 6 years.. 42,983 $3,022,404 $732,128 $70.31 $17.03 
The large charge for cars vacated in 1906 resulted from the 
withdrawal of 3,389 cars which, although in good condition, were 
too light for profitable service. In repairs, are included payments 
for foreign cars wrecked and the cost of repairing foreign cars 
while on the company’s lines. From records kept for 12 years, the 
repairs of such cars averaged 7.58 per cent. of the combined repairs 
of owned and foreign cars. 
The per cent. of freight-train cars vacated to the total number 
of freight-train cars in service at the beginning of each year for 
the past 17 years was as follows: 


Year. Ver cent. Year. Per cent. Year. Ver cent. Year. Per cent. 
BRE eka 3.44 $SOG. «:.. 2.87 0 3.13 190G2 o's 6.83 
VS re 3.75 BOG. ccs 2.28 1902..... S.5S BOGE ccs 4.39 
i 3.00 Pi. Sr 3.54 pi. Sr 3.15 
i.” ee 2.57 1.) 4.41 BOG o060 3.01 
DSUs 25. a 3.41 1900.56. 3.02 TOOS 5 es 3.48 


Including the iarge number of cars vacated in the year 1906, 
the average for the 17 years is 3.63 per cent. 

It should be borne in mind that this average of 3.63 per cent. 
is for cars of wooden construction, of which the cost of a box car 
probably did not exceed $450, excluding air-brakes, These wooden 
cars are now replaced by cars largely of metal construction, on which 
the depreciation will be slight, as, with the exception of cars de- 
stroyed or sold because they become unprofitable to use, the dam- 
aged or worn-out parts are constantly renewed and the depreciation 
thus made good. The position of these steel cars is similar to that 
of locomotives, which are vacated principally because of obsolescence 
and not of depreciation. 

The following statement shows the number of locomotives and 
cars vacated,in each of the six years, the amount credited to the 
replacement fund, the amount charged to operating expenses, and 


the amount of salvage: 
———_Cars——__—_ — 


poses war 
Year. Locomo- Passenger Freight Road — 

tives. train. train. service. 

TAGE Fo occu na uestn now eeaenee faa 34 63 2,949 148 
OR ere he sac 8 Bid a SIS RS etn 127 47 3,389 103 
WOOT Spi b a oF pido oalee Hele Ate ees 29 28 1,556 78 
BS Fain hiss SHAR ee Hee RW Sore Siaie'd 17 32 1,367 56 
0 SA rere ree eee er 3 78 1,270 33 
MO CA ae eS a atin ca ReR wR RE Tei 53 51 1,266 5U 
Total number vacated........... 294 299 1,797 468 


Total amount credited to ROEM 


NOMEN «6s. 5.c Didi socgecnie cuda.8 ee qiece aeeee 3,680 $1,264,139 $6,518,467 $265,504 

Total amount charged to operating 
GRUOMNGS: 6 ck <cisieie spay ees ss 1,688,174 938,998 4,392,771 177,717 

Serap value or price realized for 
CQGUINMCHE OIG. 626 o ccs cs 1,045,506 325,141 2,125,696 87,787 

Av. price per locomotive or per car: 

Credited to replacement fund... 9,298 4,228 533 567 
Charged to operating expenses... 5,742 3,140 372 380 
Av. proceeds from sale or salvage... 3,556 1,087 180 188 
Total credited to replacement fund $10,781,790 
Total charged to operating expenses 7,197,659 
3,584,131 





Total scrap value or salvage .........e.e+-- 
The sale to saw mills, to logging and other railroads of a con- 
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siderable number cf the locomotives vacated in 1906, added consider- 
ably to the salvage vaiue. 

Making allowance for the exceptions in the years 1903 and 1906, 
it will be observed that there has been a fairly approximate average 
annual charge for equipment vacated per locomotive or per car in 
service. This charge fixes a unit by which an estimate may be 
formed by all interested in this question of the extent to which a 
railroad company is making good the depreciation of its equipment. 

There will be as much difference among the railroads in this 
charge for depreciation as there is now in the average cost per 
annum for maintenance of way and structures per mile of road, or 
for the average cost of repairs per locomotive or per car per annum; 
in fact, in any cost of operaiion, and rightly so, because the condi- 
tions are not alike on any two properties. 

The lines of the Southern Pacific Company traverse such an ex- 
tended area that its equipment is subjected to every climatic con- 
dition which affects its service or its life. Therefore, the results 
here submitted represent about an average of all conditions under 
which equipment is used or maintained. 

From its organization the Southern Pacific Company purchased 
all equipment for the constituent companies. It did this because 
it could obtain it on more favorable terms and because a better 
observance of the adopted standards was secured thereby than if 
each company dealt separately for itself. The accountability for 
the equipment vacated, the allotment to the replacement fund or 
capital account of the respective companies, and the lease, sale or 
other disposition of equipment owned or purchased was entrusted 
by Mr. Collis P. Huntington to the writer. In 1886 Mr. Huntington 
also delegated to him the authority to approve all common standards 
for equipment for the lines controlled by him east of the Mississippi 
river, and, in 1894, for the lines of the Southern Pacific Company. 
In the lines east of the Mississippi river were six constituent com- 
panies, each operated by its own officers; the lines west of the Mis- 
sissippi river comprised originally 26 distinct companies, thus mak- 
ing a total of 32 companies for which all transactions in respect 
to equipment came under the supervision of the writer up to the 
time of Mr. Huntington’s death in August, 1900. The administra- 
tion of this trust brought with it a great deal of personal work, 
and an experience with difficulties and complications which were 
not apparent until they were met. Much time and labor are re- 
quired to secure accuracy in accounting for equipment even in so 
simple a form as that in which the results are reported under the 
heading of “Equipment” in the annual reports of the Union Pacific 
Railroad and of the Southern Pacific Company. 

Appreciating, therefore, all the difficulties and cost which the 
keeping of the equipment accounts as contemplated by the Commis- 
sion will impose upon the railroads without any practical com- 
pensation therefor, the writer expresses the hope that the Commis- 
sion will amend its rules by omitting altogether the provision for 
“depreciation,” and amend the provisions for ‘renewal’ to repre- 
sent the current cost of replacing all equipment vacated. This 
change will furnish the Commission with reliable data about the 
depreciation which has been carried into the operating expenses 
of the railroads and enable it to order adjustments suitable to each 
ease if any such should be necessary. 








Economy Test of 7,500-K.W. Westinghouse Parsons Steam Turbine 





On September 1, 1907, an eight-hour economy test was made 
on turbine No. 253, installed eariier in the year, at Waterside station 
No. 2, of the New York Edison Co. The test was conducted by the 
New York Edison Company, under the direction of J. P. Sparrow, 
Chief Engineer, and the arrangements were carried out in accord- 
ance with a mutual agreement between builder and operator, en- 
tered into previous to the test. The results, as here given, were 
obtained by independent computation. 

The turbine unit tested is of standard Westinghouse construc- 
tion throughout. It has a maximum rated capacity of 11,250 kw., 
and was built to operate on 175 lbs. steam pressure, 28 in. vacuum 
and 100 deg. superheat. Under these conditions, the turbine unit 
was guaranteed to have a minimum steam consumption of 15.9 Ibs. 
per kw. hr. at the generator terminals with a normal speed of 
750 r.p.m. The electrical efficiency of the generator was guaranteed 
to be 97.8 per cent., exclusive of friction and windage, at a load cor- 
responding to that sustained during the test. The resuits of the test 
detailed below show an economy about 7.5 per cent. better than the 
guarantee. 

During the test period, No. 2 Waterside station sustained prac- 
tically all of the 25-cycle load on the system, of which the unit 
under test carried practically 70 per cent., the remainder being 
carried by the other turbine units in the station. This load was 
maintained as constant as possible by remote control of the turbine 
governor by the switchboard operator. Between the first and the 
last hours of the test, the maximum variation in load was held 
within 4 per cent. above and below mean. During the last hour, 
however, the load decreased somewhat. Previous to the test, this 
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turbine unit had been running on a load of 7,000 kw., which was 
increased to its test load 10 minutes before the start. 

Three-phase electrical load was measured by the two-wattmeter 
method, using two Weston indicating wattmeters of the standard 
laboratory type. These instruments were calibrated at the New 
York Electrical Testing Laboratories immediately before and after 
the test. Power factor was maintained substantially at unity, and 
all electrical readings were taken at one-minute intervals. 

As a surface condenser was used in connection with this tur- 
bine unit, the water rate was determined by weighing the condensed 
steam delivered from the condenser hot well. This condensation 
was weighed in a tank mounted on platform scales, with a reservoir 
above large enough to hold the condensation accumulating between 
each weighing. These weighings of 12,000 to 13,000 lbs. each were 
made at intervals of five minutes. By the loop method of connect- 
ing the gland water supply the necessity for correcting condensa- 
tion by an amount equivalent to the weight of the gland water used 
was avoided. A continuous gland water circuit was used entirely 
outside of the weighing apparatus, and all overflow from the stand- 
pipe was returned to the hot well delivery. 

As the circulating water was quite salt, any condenser leakage 
could immediately be detected by the salinity of the condensed steam 
which should be pure distilled water. On this account, condenser 
leakage was determined entirely by chemical analysis, employing 
the silver-nitrate test with a suitable color indicator. This method 
proved extremely sensitive and possessed a decided advantage over 
the ordinary method of weighing the leakage accumulating during 
a definite period when the condenser is idle and under full vacuum. 
As samples of circulating water and condensed steam could be taken 
at the same time, this method made it possible to discover any 
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as representative of this type of turbine. When applied to the ob- 
served steam consumption given above, the following results, repre- 
senting contract conditions, are obtained: 

Average corrected water rate during 8-hr. test......... 14, yy Ibs. per kw.-hr. 


Guaranteed water rate ....ccccccssccccccsesescsceves 15.9 ibs. per.kw.-hr. 
The load was considerably lower during the Pay and last hour 


than during the main part of the test. Neglecting, therefore, these 
two hours and considering only the six hours period from 10.30 a.m. 
to 4.30 p.m., the results are as follows: 
Average corrected water rate ...........-- 4.8 lbs. per kw.-hr. 
Bquivalent water rate ....cccccccccccoves 10.65 Ibs. b. h.-p.-hr. 
Equivalent water rate 9.8 Ibs. i. h. -p.-hr. 
The two latter quantities are determined by applying conversion 
factors for generator efficiency and for internal losses. 

In connection with these tests, a noteworthy agreement exists 
between the results noted and those previously obtained from tests 
of machines of similar design installed in the Manhattan station 
of the Interborough Rapid Transit Co., New York, and the Long 
Island City station of the Pennsylvania Railroad, at the same loads 
and with equivalent operating conditions, the performance of the 
machines is almost identical. These economic results, while not ex- 
ceeding in actual steam consumption, the best records of European 
practice, are extremely good in view of the moderate operating con- 
ditions under which the test was conducted. 


ee 








Progress on the Detroit River Tunnel. 





The first section of the twin tubes and caisson of the Detroit 
river tunnel was successfully sunk in place on October 1, and the 
work of placing concrete by tremie in deep water is being carried 

on without difficulty. The accompanying 














illustration shows the first section, 260 ft. 
long, being towed down the river from 
the yard at St. Clair, Mich., where it 
was built and- launched. There will be 
10 sections like this, each 260 ft. long, 
and containing two tubes 23 ft. 4 in. in 
diameter. The tubes supported in the tim- 
ber caissons will be sunk in a trench dredged 
in the bottom of the river and the caissons 
filled with concrete, completely surrounding 
the tubes. 

After concreting of a section has been 
completed the water will be pumped out 
of the tubes, a moderate air pressure put 
on and the work of putting in a rein- 
forced concrete lining 20 in. thick begun 
from the inside. ~The tubes are built of 
boiler plate strongly braced and have a 
temporary bulkhead on each end which 
will be removed when the work of lin- 








Floating the First Section of the Detroit River Tunnel Tubes Into Place. 


change in the rate of condenser leakage taking place during the 
test, while the method of weighing above described provides only 
an average result during the period. 

In this condensing plant the delivery of the hot well pump is 
automatically controlled by a float valve in the interior of the hot 
well. This maintains the water level therein at a practically con- 
stant point, and hence no correction had to be made for difference 
in level of water in the hot well before and after the test. 

Steam pressures and temperatures were determined close to 
the turbine throttle. As usual, the degree of superheat was obtained 
by subtracting from the actual steam temperature the temperature 
of saturated steam at the corresponding pressure carried at the time. 
All gages and thermometers were calibrated previous to the test at 
the United States Testing Bureau. Both pressure and superheat 
were somewhat below the guarantee basis. 

Vacuum was measured directly at the turbine exhaust by means 
of a mereury column with a barometer alongside for reducing to 
standard barometer—30 in. This also obviated the necessity for 
temperature correction between the two mercury columns. During 
the test the vacuum was not maintained quite up to normal. 

The following data represents the results of the tests, calculated 
for the conditions as actually run; i.e., for instrumental errors only: 

cr et gS Sr ae 9:30 a.m. to 5:30 p. m. 


Average steam pressure at throttle, lbs. per sq. in. gage 177.5 
superheat at throttle, degs. F.......0:600 s0scses 95.74 


ed vacuum (referred to 30” Barom.) in Hg....... 27.31 
“ load on generator, kilowatts ........ecceecee ae oS 
a steam consumption, as tested, lbs. per kw.-hr.. 15.15 


Owing to the departure, during the test, from specific operating 
conditions on which guarantees were based, it was necessary to cor- 
rect the observed results by the following amounts: Pressure 


(2.5 lbs. high) correction, 0.25; vacuum (0.69 in. low) correction, 
1.84 per cent.; superheat (4.26 deg. low) correction, .29 per cent. 
These corrections were mutually agreed upon previous to the test 


ing is begun. For a full description of 
the Detroit river tunnel work the reader 
is referred to the Railroad Gazette, Feb- 
ruary 16 and 23, 1906. The tunnel will cost about $10,000,000 and 
is expected to be completed by June, 1909. 








Foreign Railroad Notes. 





Express freight trains from Siberia to St. Petersburg and Baltic 
ports are to run the coming winter for carrying tea, fruit (?), 
eggs, fish, poultry, game and butter. The time from the River 
Obi to St. Petersburg will be 254 hours by way of Moscow and 224 
hours by the route which passes north of Moscow. 





The contract for the construction of a line from the Mer de 
Glace to the summit of the Jungfrau has been approved. This ex- 
tension of the present line involves the excavation of a tunnel 214 
miles long under the Friar and the construction of about a mile 
and a half in the open with an elevator at the end rising to the 
center of the mountain. In spite of the apparent difficulties of the 
work, the engineers think that it can be finished in four years 
and a half of constant work. The capital required for this exten- 
sion of the line will be $700,000.—Le Journal des Transports. 





In South Africa railroad cars are used as movable missionary 
stations. Along the northern extension of the Cape Government 
Railways, clergymen of the Church of England for the past three 
years or more have been going up and down the line on locomotives 
and freight trains acting as missionary pioneers. The Cape govern- 
ment has now given to one of them a railroad car for missionary 
uses. There is also a similar car in use in the Transvaal and a 
third in Rhodesia. These cars are fitted up with a sitting room, 
kitchen and bedroom. They carry illustrated magazines, weekly 
papers and other literature which is welcomed in regions where 
good reading is scarce. They are parsonages or rectories on wheels. 
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Samuel Sloan. 





Samuel Sloan, who died on September 22, was nearly 90 years 
old. He had been in bad health for about a year, although he pre- 
sided as Chairman of the Board at the meeting of the directors of 
the Delaware, Lackawanna & Hudson last June. Mr. Sloan was 
born in Lisburn, Ireland, in 1817; his parents came to this country 
two years later. He was educated in New York and when he was 
15 years old began work in an importing house. He became a 
partner in this firm, McBride & Co., in 1845, and was its head 
when he left it 10 years later. He became interested in New York 
city politics in 1852, and in 1857 was elected to the New York 
Senate. Two years before he was made a Director of the New 
York Central & Hudson River, and soon after was elected President 
of that company. He resigned in 1864 when Commodore Vanderbilt 
got control. He was then offered the presidency of the New York 
& Harlem, but declined. He was Arbitrator and Commissioner of 
Trunk Lines for two years and was then elected President of the 
Delaware, Lackawanna & Western. This road was then only a short 
line, getting a little way into the Pennsylvania coal fields. He 
resigned as President in 1899, being succeeded by W. H. Trusdale, 
and since that time acted as Chair- 
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back through these flues and forward again in upper section of flues 
to the escape pipe to roof. 

The hot water was made to flow back through the lower section 
of the flues in the middle chamber of the lower heater and forward 
again through the flues in the lower chamber to the overflow, thereby 
getting a perfect circulation through all of the flues of all of the 
heat obtainable. The results were very satisfactory. A Fahrenheit 
thermometer placed on the top boiler never registers less than 
200 deg. while the usual registration runs from 208 to 212 deg. In 
fact, it is now necessary to blow off the locomotives into the heater 
in order to keep the roundhouse free from steam as the escape 
from the stationary boilers is sufficient to heat the water as evi- 
denced by the continual escape of steam from the overflow pipe at 
the top of the heater. 

With this arrangement the boilers are never allowed to cool 
except for boiler work, and there have been no cracked sheets since 
the system has been put into use. This, however, is perhaps one 
of the least of the benefits derived. The old method of preparing 
boilers for washing with the heavy power was as follows: Stcam 
was blown off and sufficient cold water admitted to boiler through 
injector and check to fill boiler. The belly plug was then pulled 
and sufficient cold water allowed to 
flow into boiler to maintain a water 





man of the Board. He had been at 
various times president of many 
other roads, including the Michigan 
Central, the Rome, Watertown & 
Ogdensburg, and the International 
& Great Northern. At the time of his 
death he was a director or officer 
of 33 companies. He was married 
in 1843 and his wife and six chil- 
dren survive him. 


A Modern Method of Locomotive 
Boiler Washing. 





At a recent meeting of the 
lowa Railway Club E. J. Harris 
presented a paper descriptive of 
the equipment used for washing 
out boilers in use at Valley Junc- 
tion on the Chicago, Rock Island 
& Pacific. It is known as the Miller 
system for washing, changing 
water in and refilling locomotive 
boilers. This is comprised of two 
boilers or heaters, one 5 ft. in 
diameter and one 6 ft. 8 in. in di- 
ameter, both 16 ft. 6 in. long be- 
tween flue sheets, the smaller placed 
over the larger and occupying one 
stall in the roundhouse. Each 
boiler is filled with flues and has 
a chamber at each end 2 ft. long, 
making them 20 ft. 6 in. long at 
joint of heads. Cold water under 
pressure from the boiler washing 
pump is admitted at the bottom 
of the larger’ heater, forced 
through from one heater to the 
other outside the flues and connec- 
tion to the roundhouse boiler wash- 
ing pipes made at top of the top 
heater. The exhaust steam of the 
stationary plant and waste water and steam from locomotives in 
need of boiler washing is used by means of suitable piping connected 
to the chambers at the ends of the heaters, to heat the cold water, 
with the result that there is always an abundance of hot water for 
boiler washing. 

When the plant was first installed the steam pipe was connected 
to the heaters with a Y at one end between the heaters, the idea 
being that when blowing off the steam would rise to the top heater 
and hot water fall into the bottom one. 

This did fairly good service, but we found when washing two 
boilers and filling two at the same time it was necessary to cut in 
a live steam pipe to the heaters to keep the water warm. This 
was too much of a drain on the stationary boilers, so a plan was 
developed to admit both steam and hot water to the lower heater. 
This made a marked improvement, which was still further bettered 
by the utilization of the waste steam and water of the roundhouse 
to heat all of the water. To do this partitions were inserted making 
three sections of the lower heater and two of the top. Waste steam 
and water was admitted to the central section of the lower heater, 
the waste steam flowing back through the upper section of flues 
in middle chamber, forward again through the top section of flues, 
up through the connecting pipe into lower section of upper heater, 
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level in the glass. This was kept 
up from an hour to one and one- 
half hours, by which time the boiler 
would be sufficiently cool to allow 
its being emptied of water, plugs 
pulled and washing started. A 
clear loss of from one to one and 
one-half hours, as by the new 
method the blow-off cock is con- 
nected to the heater and all of the 
steam and water blown off in the 
same time that was formerly used 
in blowing off the steam alone. The 
plugs are ‘then pulled and it is 
found that all of the mud and slush 
being still hot is very easily washed 
out, particularly as we are using 
hot water to wash. Boiler is washed 
in two-thirds of the time, is washed 
more thoroughly, plugged and filled 
with hot water, and if engine is 
needed the caller is sent after the 
crew when the fire builder starts 
his fire in engine. Water being 
near 212 deg., or boiling point, the 
engine makes steam rapidly. 

One of the heavy engines has 
been on the turntable under its 
own steam 25 minutes after the fire 
was started and where, under the 
old method, it averaged nine hours 
after an engine arrived at the 
clinker pit, to wash the boiler and 
get it outside ready for its train, 
the same work is now done in 
five hours, and with less  in- 
jury to the boiler, as it never gets 
cold. 

The time saved in doing the 
work is not the only economical 
factor. It has been found that un- 
Sloan. der the old method it took about 

7,000 gals. of water to cool the boiler, 
and this at 6 cents per 1,000 gals. cost 42 cents, which is now saved. 

Tests were made to determine the saving of coal effected with 
the results as follows: Engine 1,642 with 3-in. cold water level in 
glass, water at a temperature of 42 deg. was fired up with 10 sticks 
of wood (cord), and in 1 hr. 50 min. the gage registered 50 Ibs. 
steam, using 1,368 lbs. of coal. 

Same engine with 3-in. hot water level in glass, water at a tem- 
perature of 170 deg., was fired up with 10 sticks of cord wood and 
in 55 minutes gage registered 50 lbs. steam, using 1,020 lbs. coal. 
Coal in both cases weighed and same man used in building fires. 

About 1,600 engines are handled every month at this point, and 
it was found that the saving in fuel and water during the first 12 
months nearly covered the cost of installation. It is also found 
that the saving in fuel and water amounts to 64 cents per engine 
as compared with the use of cold water, and that the average saving 
in these items since the plant was installed has amounted to $515.85 
per month. 











The new Executive Council of the Italian State Railroads, re- 
cently appointed, includes three engineers and two lawyers who 
belong to the government service, and two engineers and a great 
landed proprietor outside of the service. 
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Electrification of the Rochester Division of the Erie Railroad. 





BY W. N. SMITH, 
Electric Traction Engineer, Westinghouse, Church, Kerr & Co. 

The change from steam to electric motive power on a portion 
of the Rochester division of the Erie Railroad, which took place 
on the 18th of June, 1907, is the first installation of a single-phase 
alternating system of electrical motive power on a steam railroad 
to go into commercial operation. This electrification can justly 
claim the priority of application of several important features, which 
are of interest in connection with the discussion on systems best 
suited for steam railroad electrification. This line was the first 
to operate electric cars on the single-phase system over the tracks 
of an operating steam railroad; the first in this country to use 
11,000 volts working pressure commercially on a trolley, and the 
first instance of a heavy electric traction system receiving power 
from the 60,000-volt transmission line. 


All of the construction described except that of the 


below, 
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cuit renders it unnecessary to resort to heavy bonding. The line 
crosses a number of bridges, the longest one, that over the Genesee 
river, about a mile and a half south of Rochester, being 780 ft. long, 
comprising seven spans. There are also through truss bridges at 
Rush, and at Caneserauga creek, near Mt. Morris, and a stone arch 
bridge over Conesus creek, a short distance south of Avon. 

The electric service is devoted solely to passenger traffic, which 
is of the local interurban type. The freight service is handled ex- 
clusively by steam as heretofore, as are also the through trains 
operating between Rochester and Corning over the main line of the 
Rochester division, a distance of about 94 miles. The steam service 
between Rochester and Mt. Morris originally consisted of three 
trains each way daily. The principal villages served are Avon, 
Geneseo and Mt. Morris, the other regular way stations being little 
more than cross road stops. The population is entirely agricultural, 
and the Genesee valley traversed by this line is probably one of the 
most beautiful and prosperous farming regions of New York state. 
Instead of three round trips per day, the electric service has intro- 
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Rochester Terminal Yard, Four Tracks Electrified, Showing Overhead Span Construction. 


60,000-volt power transmission line and the car bodies and trucks, 
was designed, executed and placed in operative condition by West- 
inghouse, Church, Kerr & Co., Engineers, through whose courtesy 
the drawings and photographs which illustrate this article were fur- 
nished. 

The section of track equipped is 34 miles long, extending from 
Rochester over the main line of the Rochester division to Avon, 
about 19 miles, thence 15 miles over the Mt. Morris branch. The 
railroad is single track, with sidings at way stations, averaging 
three to four miles apart. The grades are light, and the curvature 
for the most part easy, the line being relatively quite straight. 

The line was originally laid with 68-lb. rails, but was relaid 
with 80-lb. rail, taken from another division just prior to the elec- 
trification. The roadbed is ballasted with gravel, and the joints 
are of the Weber type. A single No. 2/0 protected rail bond is 


‘applied to each rail joint under the plate, one of the advantages 
of the high tension single-phase system being that the relatively 
small current combined with tke high impedance of the main cir- 


duced six complete round trips between Rochester and Avon, and 
nine between Avon and Mt. Morris. 
POWER SUPPLY. 

The power is generated at Niagara Falls, at the plant of the 
Ontario Power Company, and is transmitted at 60,000 volts, three- 
phase, over the lines of the Niagara, Lockport & Ontario Power Co. 
The Iroquois Construction Company built a branch connecting line 
from Mortimer, about four miles south of Rochester, to Avon, locat- 
ing it on the Erie right-of-way for nearly the whole distance. The 
pole construction used on this branch transmission line is of the 
A-frame type, using two 40-ft. cypress poles, set abreast of each 
other, and inclined so that their tops are framed together, the butts 
being joined by horizontal plank braces underground. The conduc- 
tors are of No. 4, hard drawn, stranded copper cable. The standard 
length of span between poles is 220 ft., which is shortened at curves 
where necessary. When crossing over the tracks of the Erie, or 
other railroads, a special construction of No. 0 copper cables carried 
on steel towers is used, so reinforced by guys that it is impossible 
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for a failure of the line to result in dropping the conductors across 
railroad tracks. 
SUBSTATION BUILDING. 

The substation building is located in the Y formed by the rail- 
road tracks at Avon, and together with the car shed, is adjacent 
to the roundhouse and division repair shop. The walls of the build- 
ing are of brick, resting on solid concrete foundations, the roof and 
floors being of reinforced concrete. The building is absolutely fire- 
proof. Its dimensions are 39 ft. 8 in. x 44 ft. on the outside and 
29 ft. 10 in. high from the top of the foundation to the top of the 
parapet. ; 

In the basement of the building are located one of the trans- 
former oil tanks and the oil pump. The main floor is divided into 
three rooms, the main transformer room being 43 ft. x 17 ft. and 
extending the full height of the structure to allow room for the 
high tension bus bars, which are carried over the transformers. 
The remaining space on the main floor is divided into a high ten- 
sion room 16 ft. 8 in. by 19 ft. 8 in., and the operating room, 19 ft. 
8 in. by 24 ft., where is located all the 11,000-volt switching appar- 
atus and the measuring instruments. 

SUBSTATION EQUIPMENT. 

The transmission line terminates at the lightning arrester yard 

in the rear of the substation. The three high tension conductors 
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50 miles to another substation it could readily be done without 
adding transformers to this equipment. The low-tension windings 
also have six taps, enabling relatively small variations in the sec- 
ondary voltage if the same should be necessary to suit operating 
conditions in the trolley line. 

The transformer cases are made of boiler iron. Each rests ona 
square cast-iron base, which is in turn mounted on three pairs of 
wheels running on an iron sub-base set in the concrete floor of the 
room. A track runs lengthwise of the room directly in front of 
the transformers, a transfer truck running on it, on the top of which 
there is another set of wheels or rollers, which line up with those 
on which the transformer cases are set. When it is desired to 
remove the windings from the transformer case, it is only neces- 
sary to disconnect the electrical, water and oil connections, roll 
the transformer off its sub-base and on to the truck, which is then 
pushed to the rear end of the transformer room, where it comes 
directly under a 10-ton hand hoist. 

Two cylindrical iron oil tanks are provided, each of slightly 
greater capacity than a single transformer. One is located in the 
basement directly under the transformer room, so that the oil from 
any transformer can readily be drained into it. The other is sus- 
pended from the concrete roof beams at the top of the transformer 
room, close to the side wall of the building, this being intended 
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Overland Bracket Construction for Main Line and Siding at West Henrietta. 


from the lightning arresters enter the substation through glass discs 
held in 36-in. tile, set in the upper portion of the rear wall of the 
substation. Within ihe substation, the wires first pass through 
three 60,000-volt stick type circuit breakers, mounted directly inside 
of the rear wall. Thence over bare copper conductors to the three 
oil insulated choke coils, situated on the mezzanine floor; thence 
to three oil insulated series transformers, also on the mezzanine 
floor, from which connections are taken to the power measuring 
instruments in the operating room. The main connections finally 
terminate upon a set of copper bus bars in the transformer room 
directly over the line of transformers. 

The 60,000 three-phase current is rendered available for single- 
phase distribution by means of three transformers of the Westing- 
house oil insulated water-cooled type, each of 750 k.w. capacity. 
For the present installation, two transformers only are used at one 
time, the third being a spare. The high tension connections are 
such that in case of one transformer failing while in service, its 
connections can quickly be taken off of the bus bars and put on the 
spare transformers. The transformer windings are fitted with taps 
enabling the three-phase to two-phase “Scott connection” to be used. 
The low-tension windings can be so connected that either 11,000 
volts or 22,000 volts can be obtained, so that in case it should ever 
be desired to transmit railway current for an extension of 40 or 


to act as a reservoir for distributing oil back into the transformer. 
The oil is pumped from the lower to the upper tank by means of 
a steam pump supplied from the boiler room in the adjacent division 
roundhouse, where steam is always available. From the upper tank 
oil is fed by gravity into either transformer. It is thus a simple 
matter to draw the oil off from any transformer if its insulating 
qualities are found to have depreciated, and the dehydrating, filter- 
ing or purifying apparatus can readily be employed with the aid 
of the pump, and the supply returned again to storage. The oil 
piping is of iron throughout. 

The water circulation is by gravity, the supply coming from the 
railroad company’s water tank system at the adjacent roundhouse, 
being pumped originally from the Genesee river about a mile distant. 
An artesian well had been sunk on the premises, but the water 
was so strongly impregnated with sulphur and other impurities that 
it was thought best not to introduce it into the copper piping in 
the transformers, although the cost of such a supply would have 
been practically nothing. 

There are three separate water cooled coils in each transformer 
case, each one controlled by its own valve, so that the amount of 
water may be controlled as found necessary under various conditions 


of load. 
The necessary transformation from three-phase to two-phase fits 
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in very well with the natural sub-division of the electrified line 
into two sections, one of which is about 19 miles long, north of 
Avon, and the other about 15 miles long, to the south of Avon. 
The connections were therefore laid out to operate the sections 
upon separate phases of the two-phase secondary system. Wither 
the T or V connection can be used, the latter method being employed 
at present. Each one of the active transformers therefore feeds a 
separate section. 

The outgoing 11,000-volt feeders run up to the mezzanine floor 
directly over the operating room, where they emerge from the build- 
ing through perforated glass disks set in 18-in. round tiles. 

A set of call bells is provided so that when the automatic 
breakers open a bell is rung in the car inspection shed adjoining. 
Also, if the temperature of any transformer runs above normal, a 
bell circuit connected to a thermometer in the top of the trans- 
former tank is similarly made to operate. The station itself does 
not require the continuous presence of an attendant, which is needed 
in the case of a rotary converter substation. The working force 
is so organized that the car repair men are always available for 
manipulating the substation circuit breakers, and the cost of attend- 
ance is thereby reduced to a minimum. 

CATENARY TROLLEY CONSTRUCTION. 

The overhead trolley construction is in many respects unique. 
It was the first catenary installation to operate regularly at 11,000 
volts. There were few precedents to follow; many of the details 
of the overhead work are entirely original, and nearly all of them 
were specially designed for this installation by the engineers who 
executed the work. 

The poles are of chestnut averaging 25 in. in circumference at 
the top, and about 42 in. at the butt. Most of them are about 35 ft. 
long, but 40-ft. poles were used where the embankments were narrow 
and steep, and in span construction. Nearly all the construction 
is of the bracket type, except at the railroad yards at Rochester, 
Avon and Mt. Morris, and for some distance at Mortimer, where 
there is a siding on each side of the main track, which prevented 
the use of bracket construction. The poles are given about 12 in. 
rake.and are tamped with cobblestones, of which plenty were avail- 
able from the coarse gravel with which the road is ballasted. Much 
water bearing zravel and quicksand was encountered in digging the 
holes and oil-barrels had to be resorted to in many instances to 
prevent caving in of the holes during pole setting. 

The brackets are of an original design, each consisting of a 
314-in. x 21%4-in. tee, 10 ft. long, the heel of which is fastened to the 
pole by a pair of bent straps, the outer end being supported from 
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necessary, at switches, extra long brackets are employed, being 
lengthened by splicing and an extra truss rod being attached by 
means of a clamp to the outer end of such a bracket and run to the 
extreme top of the pole. 

The insulator pins are of malleable iron, of a type specially 
devised for this work. The lower portion of the pin was divided 
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Method of Grounding Trolley Poles; Erie Railroad. 


and fitted closely over the flanges of the tee bracket, being provided 
with a single 5-in. bolt, by means of which the lower split portion 
of the pin is clamped securely against the bracket. The brackets 
and pins were furnished to the engineers’ designs by the Electric 
Service Supplies Co. , 

The insulator is of the R. Thomas & Sons manufacture, 6% in. 
in diameter and 6 in. high, made in two parts, but of the three petti- 
coat type, and known as the No. 3,029. It was designed by the 
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Standard Catenary Trolley Bracket; 


the pole top by two 5-in. steel truss rods, instead of the single 
rod commonly used for bracket work. The two rods are attached 
about 27 in. back from the outer end, and run one to each side of 
the pole, and are fastened there to a pole clamp devised for this 
work, which grips the top of the pole instead of requiring the bolt 
or truss rod to pass through it. In this way the timber of the pole 
is kept intact and does not have a hole bored through it which will 
admit moisture and induce rot. The two truss rods are threaded 
at both ends, and at the upper end each one passes through a small 
iron casting which is in turn carried on a bolt projecting out from 
the cast-iron portion of the pole clamp like a trunnion. The whole 
construction is extremely rigid, and is stronger and more conducive 
to a long life for the pole than any bracket hitherto used. Where 
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Erie Railroad. 


engineers especially for this installation. As most of the overhead 
work was done during the winter months, and had to be rushed, 
a quick setting cement of litharge and glycerine was used in place 
of Portland cement, which not only enabled rapid work in construc- 
tion, but obviated troubles due to the freezing of hydraulic cement 
while setting. 

The insulator pins are ordinarily about 12 in. from the end of 
the bracket, but there is a space of 2714 in. between the end of the 
bracket and the point where the truss rods support it, which en- 
ables sufficient variation in location of insulator to meet most of 
the requirements in shifting the alinement of the trolley wire on 


curves. 
The messenger wire is of “extra high strength” steel, furnished 
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by the American Steel & Wire Co. It is of seven strands, and is 
*/1, in. in diameter. Joints are made by using the so-called “open” 
and “closed” cable sockets, the sockets being sweated on to the 
abutting ends of the cables and joined by a pin connection through 
the eyes of the sockets. The trolley wire is No. 000 B. & S. grooved 
copper, the lengths being spliced with the usual type of soldered 
splicing sleeve. 

The spans on the straight line track are 120 ft. long, and as 
much shorter than this on curves, as required by the radius of the 
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Standard Catenary Trolley Hanger; Erie Railroad. 
track, on curves, is 7 in. each way. The catenary hangers were of 
the Electric Railway Equipment Co.’s drop-forged type, being modi- 
fied by the engineers to-suit the requirements. The messenger clip 
and the trolley clip are of the same type but grooved differently to 
accommodate their respective wires. They are joined by a %-in. 
iron hanger-rod, with right-hand threads on each end, the longer 
rods being flattened in the middle to admit of bending them slightly 
so as to conform to the divergence of the messenger and trolley 
wire near the ends of the spans. Both trolley and messenger ears 
are secured in position by jam nuts. This type of suspension was 
developed especially for this installation, and is so constructed that 
there is no possibility of parts coming loose and falling apart on 
account of vibration. It is also very quickly and easily adjusted 
on the trolley wires. The hangers are spaced every 10 ft. 

The steady strain rods are of treated wood of the Westinghouse 
Electric & Mfg. Co.’s make, and they are mounted at one side of 
the bracket instead of directly underneath, in order to give suf- 
ficient clearance for the pantagraph trolley on curves where the 
superelevation results in the tilting of the shoe from the horizontal. 
Each steady strain rod is hinged to a spool type Thomas porce- 
lain strain insulator, which is clamped to one side of the bracket 
in such a manner that the hinged end of the rod is almost at the 
elevation of the top of the tee bracket. The method of attaching 
the steady strain insulators to the bracket is such that they can 
readily be shifted along the bracket to follow up any change in aline- 
ment of the trolley wire that may be required by curvature or for 
any other reason. The clamps holding the steady strain insulators 
are of 3-in. x %-in. bent iron. The spool type insulators are ce- 
mented on to pieces of %-in. pipe, through which passes the %-in. 
eye bolt by means of which they are attached to the bent irons. 
Steady strains are used only on curves and turnouts and were not 
found necessary on tangent track. 

The tie wires are of No. 9 Extra BB galvanized telegraph wire, 
because it was thought best not to make too rigid an attachment 
between the messenger wire and the insulator; so that if a bracket 
became detached from the pole for any reason, its weight and the 
shock of detachment would tear the wire clear from the messenger 
and allow the bracket to fall entirely away from the wire and 
reduce the chance of steam railroad trains colliding with it. An 
accident to the electrical equipment of a railroad operating both 
steam and electric trains may shut down the electric service, but 
will not automatically place any check upon the steam service, so 
that accidents to steam trains must be guarded against, as a steam 
train might easily be wrecked by an obstruction which would auto- 
matically prevent power from being supplied to an electric train. 
This was one of the reasons for installing the system of “ground 
rods” from the brackets to the rails, which is carried out through- 
out the installation. Every bracket is grounded to the rail so that 
an insulator failure will instantly throw off the power, as it will 
cause a complete metallic short-circuit. There is thus no danger 
of setting the wooden poles on fire, which would be possible if this 
precaution were not taken. The burning of a wooden poie would 
not of itself necessarily cripple the electric service, but it would be 
quite likely to cause an obstruction dangerous to the passage of 
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steam trains which ere, of course, independent of any disturbances 
of the electric motive power system. Up to the present time, how- 
ever, there have been no cases where the overhead construction has 
caused any obstruction to the passage of the steam traffic. The 
ground rods consist of %-in. x 14-in. flat steel, their upper and 
lower ends being bolted to track rail and bracket respectively. 

The span construction is as nearly as possible similar to the 
bracket construction, and uses the same type of pin and insulator. 
A piece of 3-in. x 214-in. tee about 30 in. long is suspended from 
the span wire by hangers of galvanized strand cable, adjustable in 
length, and fastened to the span wire cable by specially designed 
clips, the construction forming a sort of stirrup upon which the pin 
and insulator are carried. The messenger wire rests upon the in- 
sulator just as in the case of regular bracket construction. This 
form is used, not only for spans where there is but one track, but 
also in the yards at Avon and Rochester, where three or four 
parallel tracks are electrified. Span construction, in general, was 
only used where conditions absolutely required it. 

The Rochester yard was a difficult piece of construction on 
account of the distance between supports which reaches a maximum 
of 94 ft., where spanning seven tracks, four of which are electrified, 
and also on account of the uncertain nature of the _ soil 
which on the river bank is filled in with gravel and cinders. For 
these long spans, where it was impossible to use guys of the usual 
type (the river bank being on one side and the main highway, which 
gives teams access for loading and unloading of freight cars, on 
the other side), it became necessary to use self-supporting span 
construction, and this was done by using the “Tripartite” type of 
steel pole, set in concrete. This type of pole being constructed of 
re-rolled Bessemer steel rails is less subject to rust, and conse- 
quently more durable than any other available type of metal pole, 
and all of its surfaces are always open and easy of inspection. On 
account of the great tensile strength of the material, there is con- 
siderable saving in weight, and the fact that it was a standard 
product, enabled quicker delivery to be made than if special riveted 
poles of structural steel shapes had been designed for these loca- 
tions. The span wires consist of the regular messenger cable fitted 
with cable sockets sweated on at each end, the same being fastened 
to turnbuckles and pole collars at the tops of the poles. There are 
two span cables at each pair of poles, the upper one being used to 
carry the weight, the lower one dcting to steady the arrangement 
and also to act as a relay in case of an accident to the upper span. 
Similar construction was also used at Avon, where guying of side 
poles was not always possible. 

(To be concluded.) 
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BY RAY MORRIS, 
Managing Editor, Railroud Gazette. 

The Railroad Gazette has watched trolley competition closely 
ever since the inauguration of that competition about 1895, and has 
from time to time printed accounts of the existing situation in 
localities where the competition was most severe, and also of the 
general situation throughout the country. The last one of these 
general round-ups was 
printed May 12, 1905, and 
the method used in obtain- 
ing material for the pres- 
ent paper is the same that 
was used then; that is to 
say, a letter was written 
to every interurban line in 
the country with the re- 
quest for specific informa- 
tion in regard to through 
runs, the time occupied in 
making these runs, the 
number of cars per day in 













z 2 new — each direction which made 
=: S minster the through run named, 
LOCKINGTON steam competition, rates 

ql charged by the _ trolley 





company, and also by the 
steam company for its 
cheapest form of ticket be- 
tween the points named, 
and we _ also_ inquired 
whether or not the steam 
railroad had reduced its 
fares since the onset of 
the trolley competition. 
The accompanying tables contain, in summarized form, the re- 
sults of these inquiries. It will be seen that the first table includes 
all interurban runs of 10 miles or more concerning which 
replies were made to our inquiry. The total number of 











Through Routes from Lima. 
Toledo to Dayton, 160 miles. 
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such runs reported was ili, and the total mileage which 
they covered amounted to 3,361. The average speed of these cars 
was 19.9 miles an hour, and the average daily service consisted of 
a fraction under 19 cars in each direction. The average cheapest 
form of fare on the electric cars cost 1.47 cents per mile, while 
the average cheapest form of fare on competing steam lines cost 
1.85 cents per mile. 











TABLE OF INTERURBAN RUNS OF TEN MILES OR MORE. 
Lowest 
Speed, rate, Lowest 
Road. miles pr c. Steam rate 
Miles. hour, Cars. pr m. competitor. ¢. pr in. 
CALIFORNIA. 

Northern Electric Co.. 96.7 25.9 7 2.74 a Pac..*1.05! 
Petaluma & Santa Rosa. 25.5 25 10 2.15 W. Pacific. . 2.00 
COLORADO. 

Denver & Northw’n Ry... 10 20 15 1.50 Colo. & S, .... 2.00 
CONNECTICUT. 

Farmington St. Ry....... 14 15 24 LAS .~6 cedesines dees mre 
Groton & Stonington...... 19.7 1 33 1.36 N.Y.,N.H. &€ H. 2.00 

Proy., R. I.-Danielson, Ct.. 35 13 14 1.86 Non-compet. 
DELAWARE, 
Cone: ere, TA. EP occ 11.4 19.5 BSS acs roniwe eaees 
GEORGIA. 
Augusta-Aiken Ry. & EIl.. 23.5 15.7 30 1.07 Southern Ry. . 2.13 
INDIAN TERRITORY. 
Choctaw Ry. & Ltg...... oss 18 18 15 2.22 Rock Island 3.00 
1OWA. 
Inter-Urban Ry. ......... 36 22.4 il DO". sé. suewrerd.ceaiaoopeais 
ILLINOIS. 
Aurora, DeKalb & Rockford 30 20 4 2.00 Chic. & N.-W.. 2.00 
Chicago & Joliet Elec. 30 20 30 ee Chic. & Alton. 2.00° 
Illinois Valley Ry........ 60 20 18 2.00 Rock Island .. 2.00 
Rock Isiand Southern..... 18 18 16 1.67 C., B.& Q. ... 1.89 
Sterling, Dixon & E’n.... 14.7 17.6 18 1.70 Chie. & N.-W.. 2.00 
IDAHO-WASH, 
Spokane & Inland Empire. 30 453 14 1.84 Nor. Pac. 1.54" 
INDIANA, 
Chic., So. Bend & Nor. Ind. 52 27.6 8 1.63 LS. & M.S. & 
hig 4 pod 1.99 
I't. Wayne & Springfield Tr. 21 16 20 1.90 — Rap. & I. 2.20 
It, Wayne & Wabash Val.. 137 $1.1 4 1.79 Lake E. & W eo 
It. Wayne & Wabash Val.. 114 28.6 1.98 Wabash ...... 1.98 
Ind. Col. & Southern Tr.. 42 26.5 2 ce. ere. 2.007 
Ind., Crawfdv. & Wn. Tr.. 45 28.4 16 1.56 Big Four ..... 1.56% 
Indiana Union Traction.. 72 30 - 132 Big Four .... 1.50 
Kokomo, Marion & Wn.... 0 26 10 130 T., St. Lb. & W: 2:16" 
Louisville (Ky.) & Nthn.. 18 23.6 1 0.74 B&O. 8. W.. 213 
KANSAS. 
Kansas City Wn.......... 30 20 18 1:25 Mo.; Pae:: « 
5. me ND 3 
G. W., ete 1.79'° 
MAINE. 
Bangor Ry. & Elec........ 26 18.4 2 Te ee coe 
Bangor Ry. & Elec........ 15 12 — 0.67 Me. Central reek 
Lewiston, Aug., & Wat'v.. 29 14.5 28 0.86 Me. Central 1.20% 
Somerset Traction ....... 2.5 125 12 Se - 4425 Oasce hes wih eax 
MARYLAND. 
Hagerstown & LBoonsboro.. 133 13 8 2 No comp. 
MASSACHUSETTS 
Berkehire St. Ry......... 29 17.4 35 1,20 NN... & Ff. 2,00 
Berkshire St. Ry......... 21 16.8 36 oe 2. & BS cass 2.00 
Berkshire Bt. Ry......... 19 15.2. 35 St Be M. ona. are 
Boston & Worcester...... 40.6 17.4 29 a SY Caper ee 2.20 
Boston & Worcester...... 20.1 16 36 (o> a St yy See 220 
Brockton & Plymouth.... 22.5. 11.7 S 1.11 N.Y..N.H & HT. 2.00 
Citizens’ Elec. (Newb'pt). 11 11 30 100 B. & M. (part) .<«." 
Citizens’ Elec. (Newb'pt). 15 15 we 1.34 No comp. 5) ees 
Cone., Mayn'rd & Hudson.. 15 15 60 330° B.S csaxs 1.66 
Conn. Vite Sa 23 15.4 16 1.04 ey 30! 
PUOIWORO Bt. BG. 2 25 ccna 23 12.6 32 O.87 TB. 4 ee O.8744 
Milford & Uxbridge St. Ry. 21 14 aC 1.19 B. Ae (part) 1.15 
Le ae a 28 12.1 32 1.25 ho ae. ee 1.45 
Norfolk & Bristol St. ee 14 12.5 31 BOE. Maas wane een eiteiele 
Prov. (R.1.) & Fall River 18 13.6 32 1.66 N.Y.,N.H. & H. 
Springfield & Worcester... 60 17.1 14 1.33 B. & A. 
Taunton & Pawtkt. (R. [). 18 14 16 1.11 New Haven 
MICHIGAN, 
Ben. Har.-St. Joe R.& Lt. 13 13 16 Big Four 2.00 
Detroit, Jackson & Chic.. 76 27.6 3 BC MOONE 5.6) was 
Det., Monroe & Toledo (0.) 57 28.5 22 Lk. Sh., Mich. 
= ¥ Cen., Pere M. 1.3227 
Grand Rap., Hol. & Chic.. B40 25.5 2 1.25 Pere M. (part) 2.00 
Houghton County 8. R..... 16.5 12 36 Ls Copper Range. 
Min. Range . 2.43 
* Commutation rate. 
+ Maximum, not average; incorrectly reported. 
1 Trolley line newly opened for half the distance. 
2Steam fares reduced from 5 cts. per mile to 2 cts. per mile by trolley 


competition. Steam has shortest through route and does three-fourths of the 
through business. Trolley gets nearly all short haul. 

® Trolley gets most of the business on holidays; all of it, other days. 

‘Electric railway does 97 per cent. of the business. 

> Steam road abandoned two local trains, result of electric competition. 

® Trolley time and distance exclusive of 214 miles in city streets. 

7 Trolley does 90 per cent. of the business. 

‘Steam fare reduced from 2.62 cts. per mile by trolley competition. 

® Steam road reduced fare 10 cts., but did not thereby affect trolley busi- 
ress. 

10 Electricity does 95 per cent. of business. 

11 Steam fare reduced by competition frem $1.05 to 35 cents. 

2291 per cent. of business done by electric road in competing territory. 

13 Steam fare reduced from 50 to 30 cents. 

44 Reduction by steam road of 10 cents. 


> Competes with electrified branch of New Haven road. 


16 Steam does three-fourths rush-hour commutation business: 
does most at other hours. 
7 Steam min. 


electricity 


tickets more restricted than electric. 
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Lowest 
Speed, rate, Lowest 
Road. miles pr o Steam rate 
Miles. hour. Cars. pr m. competitor. c. pr m. 
Mich.. United Rys........... 71 23.6 - 7 1.48 Mich. Cent... 1.90'% 
Mich. United BVys........:.0+ 46 32.4 20 Seen RM MOMMIES cscs s.ace 
Pere Marq... \ 
Saginaw Val. Tr.<..:...... 18.7 16:4 15 1.09 } Gr. Trunk... + 1.82 
Mich. Cent... J 
MINNESOTA. 
Dwin City Rap. Er. o.55- 18 28.4 30 1 Minn. & St. L. 1.00 
MISSISSIPPI. 
Gulfport & Miss. Coast Tr. 20 16 21 Of8 TOON. vcs. OO 
MISSOURI, 
Metrop. St. Ry. (Kas. City) 12 0:83 2 roads ...... 1.00 
NEW HAMPSHIRE. 
Manchester St. Ry....... 18.2 19.9 30 137 B.&M. ......*O0%3 
NEW JERSEY. 
Jersey Central Traction... 18.9 12.6 < Gack. eee a eeaiembercs ‘ences 
N. J. & Hud, BR. Ry. & Fry. 14 14 41 Erie, part way ....°? 
Public Service Corporation 28:8 .. Shee |» Wee ws waierens eee 
; NEW YORK. 
Brooklyn Rapid Tr....... 12.2 24 Oiieee \ snes erect oe arers aes 
Chautauqua LE; 63-6 3:60: 18.1 27 OST J.C. & te B... 2:00" 
Kimira Water, Lt. & R. R 18.8 13 01. Nor. Cent. ... 2:60 
Fonda, J. & Glov. R. R.... 25.5 15 N. Y. Central. a 
International By .<<-+5065: 26.7 8 0:39 N. Y. Central ....7 
(N. Y. Cent.. ] 
international Ry... .0.s« 25 25 1 0.58 { Leh. Val....} 0.58 
re 
Rochester & En, Rapid.... 3 1.42 N. Y. Central 2.0074 
Rochester & En. Rapid.... a 1.34 N. Y. Central. 2.00” 
Behenectagy By. 0 '..5.6.6:050 37 D. Aca 2.00 
| a i a ee Pere 1.43 DD. L. & W.... 1.48 
Ltica & Mohawk Valley... 40 1.45 N. Y, Central. 2.00 
Cincin. G. Col Ors. 6 ss.es 10 1.90 B.&0.8. W.. 1.90 
Clev., Painesv. & Ein...... 20 1.62 Phe Ss. & MS. 
N.¥.C. & St.L 1.88 
Clev 8 WAG Cok... sas 4 1.78 L. S. & M. S.. 1.78 
Mansfield | a eS ee eee 1 2S BEG) sc scccs 2.00 
Springtield & Xenia. P 19 2 ae ae re 2.50 
Toledo & Western........ 5 a & Dz. 1.69 
, 
Toledo & Western........ a7 23 3 1.62 a ‘“& M. S.$ 1.62 
(Wabash 
Tol., Pt. Clint. & Lakeside. By) 28.7 0.91 L. 8S. I S., 
Lksde % Ma. 1.59 
Tt «0, 
Tel; Grban Be TAs. ssiessa 160 27 8 1.694¢., 4d. x D.. 1.69 
1 The OW... 
OREGON-WASH, 
N.. W.. Gas & DI Co....6.04. 14 28 18 250 O.R EN 2.8578 
Portland R., L. & P. Co.. 3T 19 8 0 2 aa lg 
Portland E:,. L...& PF: Co... 15 13 29 RE Teee ) Ushecsiaieis vetelorcreiee 
PENNSYLVANIA. 
Altoona & Log. Val. El. 15 15 30 Lr PONS icc 2.00 
Chambersb. & Gettysb. El 10 10 2 le Se ener eto con 
Easton Transit Co........ 11 15 32 1.36 C. B.R. of N.J. 2.00 
Masten Transit Co. ....¢..«:... 11.8 16 19 1.27 Lehigh Val...*0.82 
Northern Cambria St. Ry... 10 15 3 Ye ae. ee 3.00 
N.. J. @ ba. Traction ... <<: 17 20.4 18 AGG “DOR Joss s0:0:0 *1.06 
Phila. & Easton.......... 32 17.4 17 1.72 yom 
Valley Traction Co....... 23 35 20 1.30 C. V . & R.*0.7 
Westchester St, Ry....... 14 14 = Pen 2.26.0. 5 
West Penn. Rye. oc. 60 ss0s 49 16 36 N5GO" SROU . ois's:60'< 25 
York County Traction..... 13 15.4 15 1.50 Md. & Venn...*1. 002 
RHODE ISLAND. 
Mil’d, Attleboro & Woon'st. 12:9 17.2 39 1.16 Non-compet. .. .... 
Mil’d, Attleboro & Woon’st. 125 12. 19 1.20 Non-compet. .. .... 
Rhode Island Company... . it 12:8 32 38 WN. Wi gery. .... 
Sea View Railroad....... 23 25.1 12 1.63 New Haven 2.00 


SOUTH CAROLINA (see also Georgia). 


Anderson Traction Co..... 10 20 23 2 Southern Ry.. 3.1 
WASITINGTON (see also Oregon). 

Everett Ry., Lt. & Water. . 10 20 9 250 Gt Nor. <<... 1.573 
Puget Sound Electric..... 36.5 29 18 1.3: Nor. Pac. .... 34° 
Seattle Electric Co....... 36 28 14 1.67 Nor. Pace. oer 
Seattle, Renton & Southern 12.6 15 17  osctoewnan eee 
Spokane & Inland Empire. . 76 25.5 6 2.40 Nor. Pac. and 

. R.R. & N. 2.90 


WEST VIRGINIA. 





Camd. Interst. (W.Va.&Ky.) 16 13 76 0.90 Ches. & Ohio. 2.25%° 
Pan-Handle Traction ..... 17 17 30 1.47 P.,C.,C. & St.L 2.06% 
WISCONSIN. 

Green Bay Traction Co... 23 25 15 1.63 3, part i 2.00 

Winnebago Traction Co.... 13 16:6 37 1.92 Chic. & N -W., 
and Wis. Cen. 2.00 
Average or total....... 3,361 OD" SO SE | Sa a shievis decane 1.85 


Certain general results are quite clearly shown by this compila- 
tion. It will be noted that in a number of states, especially in 
the eastern and central part of the country, the steam railroad fare 
has this weet been reduced to 2 cents a mile by legislative action 





46 miles of this is third rail. 

' Third rail, included in above. 

°° Steam fare less in competing territory, 
ond helds most of business. 

*ASteam has discontinued all but one round trip daily; electric sells 
through tickets. 

== Electric has two-thirds of business. 
Slectrie has most of the business. 

“4 Electric does 90 per cent. of business. 

> Electric does 99 per cent. of business. 

*3190 electric tickets sold to one steam ticket. 

27 'Trolley does all the business; steam commutation tickets restricted. 

*S Electric road does 95 per cent. of the business. 

*° Third rail and trolley; Northern Pacific cancelled all local trains be- 
tween Tacoma & Seattle after electric began. 

*° Trolley does almost all the business. 

*! Steam rate reduccd from 2.94 by trolley competition. 


but street railway has developed 



























OcroBer 11, 1907. 


The effect which this will have on trolley competition is as yet 
problematical. Railroads in Ohio, Indiana and other highly com- 
petitive states have generally found it unprofitable to meet trolley 
competition with a direct cut in fares, but now that this cut has 
been forced upon them, it will remain to be seen whether or not 


\ 


es 



















— 


Wiale aie 


TU.&I 
LIMITED 




























































End of the Week. 


record-breaking trip because he 
Three towns 


On the Road. 


Lands the traveling man in heart A 


traveled by the elcetric. 
to one the old way. 


of every business district with bay- 


yage; no cartage. 


the other advantages of the trolley car over the steam train; that 
is to say, the frequent service at easily remembered intervals, and 
the fact that cars run through city streets and past dwelling 
houses, shops and farms, will balance the newly reduced rate of 
fare on the steam railroads. It seems highly probable that the 
street and interurban railway companies will not at all feel the 
effect of the reduction in fares. Unfortunately, the answers received 
to the question relative to the existing state of competition between 
steam and electric roads were very meagre. The writer hoped to 
get a general statement from each company in regard to the respec- 
tive amount of business which it was doing as compared with its 
steam competitor, but the replies received were so few in number 
that they do not permit of generalization. Some of the answers 
in specific instances are of great interest, however; thus, the 
Petaluma & Santa Rosa Company, in California, reports that its 
steam competitor reduced its fares from 5 cents a mile to 2 cents 
a mile after the trolley road commenced business, that the steam 
railroad has the shortest through route and does three-fourths of 
the through business, but that the trolley gets almost all the 
short-haul traffic. It is probable that this result is typical of the 
experience of a very large number of railroad managers; that is to 
say, where they have to face the competition of an interurban 
road 20 or 30 miles long, they can scarcely hope to get the short- 
haul traffic between these points, but are quite likely to get the 
through haul, especially in hours of maximum travel, if they run 
a good service at an attractive price. Another example of just this 
thing is found in the case of the Taunton & Pawtucket Street 
Railway, 18 miles long, which reports that its competitor, the New 
York, New Haven & Hartford, does three-fourths of the rush-hour 
commutation business, while the electric road does most of the busi- 
ness at other hours. 

The figures shown in the table for the average cheapest form 
of fare on the electric cars, 1.47 cents, is a very interesting one. 
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In a large number of cases this rate is below the ordinary round- 
trip rate, but it is without a single exception less restricted than 
the low railroad commutation rates with which it has to compete. 
The minimum fares on the steam railroads are not infrequently 
obtainable through the use of monthly commutation tickets, an 
equivalent form for which on the trolley roads is a ticket entitling 
the passenger to the same number of rides, but without time limi- 
tation. Nothing was more striking in looking over the replies to 
inquiries than this fact, than that the steam railroads quite invari- 
ably found it advisable to restrict the use of their cheapest form of 
ticket, while the trolley roads with equal unanimity had devised 
a similar form, but were less anxious to impose restrictions with 
regard to the user, the time limit or the amount of baggage which 
might be carried. 

The accompanying illustrations taken from an interurban rail- 
way circular show very well the controlling reasons which have 
contributed to the great success of interurban roads in short-haul 
territory, which can practically be summed up in the word con- 
venience. It is not apparent that the steam railroads are ever 
going to be able to win back lost short-haul business, and it is 
very doubtful if they want this business. It is far better that 
suburban and interurban territory should be built up as it is now 
being built up, so as to supply long-haul passenger traffic, and, above 
all, freight traffic to steam railroads. In this connection, the policy 
of the New York, New Haven & Hartford, in controlling substan- 
tially all the trolley roads in its territory to a total of over 1,500 
miles of electric line, is extremely interesting, and it seems not 
unlikely that this policy might prove a wise one for imitation in 
many points of the country outside New England. 

The great center of interurban development in this country is 
Indianapolis, where the steam railroads are much harassed by the 
competition of the long, fast interurban lines, as may be judged 
by a glance at a table showing two through lines over 100 miles 
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out change, yoos “the electric way.” 
long, and six through lines over 40 miles long in the state. Next 


to Indianapolis probably comes Dayton, then Detroit, then Toledo, 
then Cleveland, Columbus, Boston and Cincinnati in the order 
named, and the steam railroads most interested in the suburban and 
interurban traffic in the vicinity of these cities have not in a 
single instance made any strong effort to get the trolley lines into 
their own hands. It seems almost inevitable that the tendency of 
development for the next 10 or 15 years will be for this form of 
combination between steam and street railways to take place, so 
long as the Jaws remain open and permit it. In England it is 
impossible for a steam railroad to own and operate a street rail- 
way, and it may be only a few years before similar restrictions 
are placed in this country. In the meantime there are undoubtedly 
a very large number of places in this country where it would be 
much to the ultimate profit of the steam railroads to control the 
electric lines. 

As regards the general tendency of interurban development, it 
is noteworthy that all the important trolley groups of the present 
day lie between the Great Lakes and the Ohio river, and that they 
have all arisen as a result of the process of coupling up short local 
lines originally built in cities and towns and then gradually ex- 
tended until their ends met. This characteristic is, of course, 
radically different from that which characterized the growth of the 
gsieam railroads in the country. The steam railroads were almost 
a}ways pushed out to connect distant points, while the trolley lines, 
at least until very recently, always started as local enterprises 
and then outgrew their bounds and crowded one another. 

Assuming, therefore, that this process of coupling up short lines 
is the chief characteristic of American interurban development, it is 
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noteworthy that the process is about completed in the state of 
Indiana. There are almost no isolated small lines left in the state, 
where there are some 41 operating street railway companies, all 
but three or four of which connect with each other. No such com- 
plete development has taken place in Illinois or even in Ohio as 
yet, although these two states perhaps come next to Indiana in 
interurban importance, and, after mentioning a fairly active state 
of interurban development in Michigan, and also in New York, 
Massachusetts, Pennsylvania, New Jersey and Connecticut, of the 
eastern states, and also in the more densely populated part of the 
state of Washington, the noteworthy fact is that the rest of the 
country has scarcely begun building interurban lines at all. 

According to the estimate made by the Street Railway Journal, 
there were 63 companies in the year 1906 which earned $1,000,000 
or more, as against 53 companies in 1905. There were 44 companies 
in 1906 which earned between $500,000 and $1,000,000, as against 
30 companies in 1905. There were 184 companies in 1906 which 
earned between $100,000 and $500,000; 100 companies which earned 
between $50,000 and $100,000, and 90 companies which earned 
between $25,000 and $50,000, gross eurnings in each case being the 
figure quoted. There were 15 companies which earned more than 
$5,000,000 each in 1906, as against 14 in 1905, and 20 companies 
which earned over $4,000,000 in 1906, as against 16 in 1905. The 
most interesting part of the figures presented was that decreases 
were practically non-existent, while each of the groups of roads, 
arranged according to earnings, showed a very substantial gain over 
1905. Thus, as we pointed out in reviewing ‘‘American Street 
Railway Investments” last July, the gain of the companies in 
Group One, having gross receipts of over $1,000,000, was 16 per 
cent. in 1906 over 1905; the gain in Group Two, having gross 
receipts between $500,000 and $1,000,000, was 31 per cent.; that of 
the third group, having receipts between $100,000 and $500,000, was 
over 24 per cent., and the gain of the group having gross receipts 
between $50,000 and $100,000, was 29 per cent. When we reflect on 
these figures and then upon the vast areas in the South and West, 
where there is practically no street railway mileage, the chances 
for ultimate profitable development seem almost unlimited. 

Table B is a selection from table A of interurban runs of 
2 miles or more at an average speed of 20 miles per hour or 
faster, and is strictly comparable with the table which we prepared 
in 1905. At this time we obtained an average of 26 miles an hour 
as the speed of the fastest cars and an average minimum fare of 
1.41 cents per mile for the through runs named. This year the 
average rate of speed is 25.9 miles an hour, practically the same 
as that of 1905, but the average rate of fare has been increased 
to 1.56 cents. A number of companies stated in 1905 that they 
thought fares were too low and there has been a concerted effort 
since then in several states, noteworthy in Ohio, to increase them. 








TABLE OF INTERURBAN RUNS OF 20 MILES OR More, Ar AN AVERAGE SPEED OF 
20 MILES Per Hour or Faster. 
Lowest 
Speed, rate, Lowest 
Road. milesprRo’nd ec. Steam rate 
Miles. hour. trips. pr m. competitor. ¢@. prim. 
CALIFORNIA. 

Northern WBlec. Co........ 96.7 25.9 7 S54 OL PAG, Vasa k *1.05! 
Petaluma & San. Rosa..... 23:3 23 10 2.13 N. W. Pac 2.00" 
IDAHO 
Spokane & Inland Emp.... 30 43 14 1.84 Nor. Pac. 1.843 
ILLINOIS, 

Aurora, Dek, & Rockford.. 30 20 4 2.00 C. & N.-W.... 2.00 
Illinois Valley ere 60 20 18 2.00 Rock Island .. 2.00 
Chicago & Joliet Elec... 30 20 BO °c Chic. & Alton. 2.004 
INDIANA, 

Chic., So. Bend & N. Ind.. 52 27.6 8 163° LS. & M.S, & 
— as - , 7 4 Pmt 1.90 
ndiana Union Tr........ 7 o a 
Ft. Wyn, & Wab. Val. Tr. 137 31.1 4 290 fy BW, .;. 299 
Ft. Wayne & Wab. Val. Tr. 114 28:0 os 1.98 io 1.98 
Indiana Union Traction... 72 30 he 332. Big Four <=... 1:50 
Indianap., Craw. & Wn... 45 28.4 16 1.56 Big Four .... 1.56 
Indianap., Col. & So...... 42 26.5 10 1.90 Penn. ...<52. Lor 
Kokomo, Mar. & Wn...... 30 26 about 10 1.50 T.,S. L. & W.. 2.16 
IOWA. 
Inter-Urban Ry........... 36 22.7 11 BTID thing cettete noice torch . 
KANSAS, 
‘ : / (Mo. Pac. ... 
Kansas City Western..... 30 20 18 1.257 C.,. 3B. EO.) 
C. G.-W., &e. J 
* Commutation rate. 
+ Maximum, not average; incorrectly reported. 
1Trolley line newly opened for half the distance. 
2 Steam fares reduced from 5 cents per mile to 2 by trolley competition ; 


steam has shortest through route and does three-quarters through business ; 

trolley gets nearly all short haul. 
® Running time excludes 2% 

Trains of 2 te 4 cars are run. 
#Steam road has abandoned two local trains, 
5'Trolley does 90 per cent. of business. 


miles on slow schedule in city streets. 


result of competition. 


610 per cent, reduction in steam fare has not affected trolley business. 
7Electric road has 97 per cent. of business. 

§ Since trolley began, steam fare reduced from $1.05 to 35 cents. 

® Minimum fare more restricted on steam than on trolley. 

19 Third = for 46 miles. 

“Third rail 

2 Blectric does 95 per cent. of business. 
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Lowest 
Speed, rate, Lowest 
Road. miiesprRo’nd ec. Steam rate 
Miles. hour. trips. pr m. competitor. c. pr m. 
MAINE. 
Lewiston, Aug. & Waterville 29 14.5 28 0.86 Me, Central ... 1.2% 
MICHIGAN. 
Detroit, Jackson & Chicago 76 27.6 1.32 Mich. Cent.. 
Lake Shore hi 
Detroit, Monroe & Toledo.. 57 28.5 22 1.32 { Mich. Cent. .¢ 1.32” 
Pere. Margq.. 
Grand Rap., Holl. & Chic 34 25.5 2 1.25 P. M.,part way 2.0 
Michigan United Rys..... 71 23.6 7 1.48 Mich. Cent. .. 1.9!° 
do. (part of above service) 46 32.4 20... Mich. Cent..... ....% 
NEW YORK 
Fonda, Johnst. & Gloversv. 33 25.5 15 4.4 N. Y. Central. 
Watemat. “BY. COs: «066d 37.5 26.7 8 *0.39 (N Ry Cents | #0.391 
do. (Buffalo-Niagara)... 25 25 1 *0.58 a Val.. }*0.58"* 
UT a. 5565605 
Roch. & E’n Rapid....... 44 2s 3 4.42 “N. ¥:..Central. 2:00” 
Roch. & E’n Rapid........ 28 26.6 1.34 N. Y. Central. 2.00% 
Schenectady Ry. ......... 22.2 22.2 37 1.00 Del. & Hudson 2.00 
Utica & Mohawk Val...... 3s 748 40 1.45 N. Y. Central. 2.00%" 
OHIO. 
Cincinnati & Col. Tr. Co.. 53 26.5 10 1.90 B. & O. S. W.. 1.90 
Cleveland, Painsv. & En... 58.5 25.1 20 162 L. 8. & M &., 
‘ N.Y.C. & St.L 1.88 
Cleveland. S. W. & Col..... 56 24.9 18" dos CMB... DS 
Springfield & Xenia Ry.... 20 21:8. 19 2.00 Penn. <....... 2.50 
Tol., Pt. Clinton & Lakeside 55 28.7 0.91 L.S. & M.S., 
Lksde & Mrb 1.59 
Toledo & Western........ 59 215 5 1:69 ¢, B.&-D. .. 1.6) 
D., T. & I...) About 
do. (Tol.-Adrian, Mich.) . 37 23.4 3 1.62;4L. 8. & M.S8.} 1.6: 
Wabash .... 
ed A ae 
Toledo Urban & Inter..... 160 27.0 8 1.69 4C., H. & D.. -*1.69 
BOSE ORS ah 
PENNSYLVANIA. 
Valley Traction Co....... 23 735.0 20 TSO oC Ve Pink tO 
RHODE ISLAND. 
RGR IOW sieclissord oso eno 23 25.1 12 1.63 N.Y.N.E.. & H: 2.0 
WASHINGTON. 
Puget Sound Elec........ 36.5 29 18 IST NOP Paes -o%, sc 3.418 
Seattle Hlec, -Co...:.:.......:. 36 25 14 1.67 Nor. Pac. ...« 2.1T 
Spokane & Inland Empire. 76 25.3 6 2.40 N.P., O.R. & N 2. gt 
WISCONSIN. 
Green Bay Traction...... 23 25 about 15 1.63 Partial ...... 2.0 








Total or average ..... 2,085 25.9 13 1.56 » Se 


The “convenience” feature of trolley service, mentioned above, 
has always seemed to us to outweigh the specific feature of low 
fares, or at least of extremely low fares, as a stimulation of traffic, 
and it seems wholly probable that the extremely low fares quoted in 
some instances can be advanced somewhat without materially affect- 
ing business. For example, the International Railway Company, in 
competition with the New York Central, gives a minimum commu- 
tation fare of 0.39 cents per mile; the Toledo, Port Clinton & Lake- 
side, in Ohio, a minimum fare of 0.91 cents, and the Lewiston, 
Augusta & Waterville, in Maine, a minimum fare of 0.86 cents. We 
cannot see any reason why a trolley road or a steam road, either, 
should carry passengers at a figure below a cent a mile, except 
possibly in the case of regular daily commutation traffic, which 
needs special inducements to make it move long distances, but this 
is not the kind of work which a trolley line is best fitted to do. 

Even a casual review of the facts and figures which have been 
stated in this paper must show that the interurban business in this 
country is one of very great promise which has as yet scarcely 
begun to be developed. The conclusion is irresistible—that the 
steam railroads most affected should work in line with this move- 
ment and not contrary to it, and make of the trolley lines useful 
friends instead of competitors. 








A firm which furnished materials for the Prussian State Rail- 
roads made presents to clerks who had to do with ordering and 
accepting of the materials under the immediate direction of higher 
officials. These clerks regarded these presents as intended to influ- 
ence their official acts in favor of this firm, and notified their 
superior officers. Suit was brought against the firm for slander, 
and it was found guilty. The court found that, whether accepted 
or not, the offering of such presents is an insult, as assuming the 
employees to be capable of a dishonorable act. The Railroad Min- 
ister has called attention of all employees to this decision and de- 
clared that severe measures will be taken against all who accept 
and all who offer gratuities of this kind; while those who offer 
them will be excluded from all business with the State Railroads 
thereafter. 





13 Electric does two-thirds of business; steam commutation more re- 
stricted than electric. 

14 Electric does most of the business; steam commutation more restricted. 

1590 per cent. of business done by electric. 

1699 per cent. of business done by electric. 

17 Steam road owns trolley road. 

18 Third rail and trolley; Northern Pacific cancellefl all local trains be- 
tween Tacoma and Seattle after electric began operation. 

19 For additional service, see under Idaho. 

















GENERAL NEWS SECTION 


‘* NOTES. 





The city council of El Paso, Tex., has passed an ordinance pro- 
hibiting ticket brokers from doing business in that city. 


Kansas and Michigan railroads are abolishing excursion rates 
with a view to making 2 cents a minimum as well as a maximum. 


The New York Central will restore to its telegraphers and signal 
men the old rates of pay, which were reduced when the eight-hour 
law went into effect. 


The Atchison, Topeka & Santa Fe has made an increase of two 
cents an hour in the pay of machinists and boilermakers and one 
and a half cents an hour in the pay of helpers in the shops. 


Eleven residents of Hollis, L. I., have begun suits in the Supreme 
Court against the Long Island Railroad for injunctions to restrain 
it from the use of soft coal. Each of the plaintiffs demands money 
damages. 


A suit in equity has been begun before the United States District 
Court at Atlanta, Ga., by the Central of Georgia, which alleges that 
the 214-cent maximum passenger rate ordered by the state railroad 
commission is confiscatory. 


It is stated that a contract has been entered into between the 
Erie and the Baldwin Locomotive Works whereby the latter is to 
repair one engine a day for the road. The work is to be done in 
the Eddystone shops near Philadelphia. 


Trainmen and shopmen are striking on the United Railways 
(Havana, Cuba), and strike breakers have recently been brought in 
from the United States. There is no strike on the Van Horne system 
or the Cuba Eastern or the Cuban Central. 


At the annual meeting of the Boston & Maine stockholders last 
Wednesday, less shares were voted than were needed for a quorum 
to elect Directors. This was because the 109,949 shares held by 
the New Haven, could not, under the act passed by the Massachusetts 
legislature last June, be voted. 


The principal railroads of South Dakota have secured in the 
United States Court a temporary injunction against the enforce- 
ment of the reduction in passenger rates from 3 cents a mile to 
2% cents, which had been ordered by the State Railroad Commis- 
sion to go into effect October 15. 


M. V. Richards, head of the Land and Industrial Department of 
the Southern Railway, is now making a tour of the southern siates 
with a company of 100 cotton spinners and manufacturers from 
Europe who desire to study the cotton industry of the south. ‘The 
visitors come from England, Germany, Austria, France, Belgium, 
Italy and Portugal. 


Mrs. Potter Palmer, who came over from Liverpool on the 
Cunard steamship “Lusitania,” September 13, made the trip from 
Liverpool to Chicago in 6 days, 11 hours, 45 minutes, apparent time 
—or 6 days, 16 hours, 45 minutes, actual time. Mrs. Palmer left 
Liverpool September 7, 9.10 p.m.; arrived New York, September 13, 
at noon; left by the Pennsylvania special at 3.55 p.m. 


At the annual meeting of the Canadian Pacific it was announced 
that additional steamships will be built or acquired either for the 
Pacific or Atlantic service and two for the lake service. If it is 
found impossible to acquire two larger and faster boats for the 
Atlantic service, they will be built, and the “Empress of Britain” and 
“Empress of Ireland” will be transferred to the Pacific service. 


The Pennsylvania Lines West of Pittsburgh have renewed their 
contract with the Western Union Telegraph Company and the agree- 
ment has been extended to cover the Grand Rapids & Indiana and 
the Columbus & Sandusky. The agreement is taken to mean that 
the differences between the Pennsylvania Railroad and the Western 
Union, which led to the termination a few years ago of the contract 
with the W. U. on the lines east of Pittsburgh, has been settled. 


Through the arrest of Joseph Williamson Oct. 7, the New Haven 
road believes that it has exposed a system of robbery which has cost 
the railroad $100,000 a year. For several months the railroad has 
been much annoyed by the disappearance of large quantities of goods 
in transit, especially in the neighborhood of this city. The transfer 
barges were watched recently, and it is said that 20 others, including 
several tugboat captains, have been engaged in looting cars on the 
barges. 


Western roads have decided that on and after Nov. 1 next tickets 
sold at second class party fares will not be good in parlor cars or 


standard or tourist sleepers. They have further decided to cease 
the practice of transferring baggage free between stations, when the 
owners of such baggage have not through tickets. Kansas roads 
have decided that local excess baggage in that state shall hereafter 
be charged 18 per cent. of the 2-cent passenger rate, and that home- 
seekers’ excursion rates shall not apply locally in Kansas, nor shall 
such rates be made from points in the eastern part of the state to 
points in the western part. 


After Jan. 1 clergymen who have been traveling on half rates 
on all western railroads will be compelled to pay full fare. The 
Transcortinental Passenger Association will continue to issue half- 
fare permits to clergymen so long as the rates are not reduced in 
Colorado, Montana, Arizona and states west of there to the Pacifhe 
coast. The permits may also be continued in Louisiana and Texas, 
where their withdrawal depends upon the state commissions of those 
states. The action of the railroads is in line with the announced 
policy cf withdrawing all reduced rate privileges in states where 
the 2-cent laws are passed. 


Vice-President W. C. Brown, of the New York Central, at an ad- 
dress at a luncheon given by business men in Boston last week, 
announced that beginning October 27 through passenger trains would 
be run between Boston and Buffalo well-equipped for the best serv- 
ice, meaning, presumably, with a full equipment of dining cars. 
This change probably means the separation of eastbound Boston 
ears from the New York cars at Buffalo instead of Albany. Mr. 
Brown said that $1,275,000 was to be spent for additional main 
tracks on the Boston & Albany, $1,389,600 for locomotives and $364,- 
000 for passenger cars; most of this within the present year. He 
predicted that the export freight traffic from the West through the 
Atlantic ports, including Boston, would continue to increase. 


Announcement is made of the following men chosen to consti- 
tute a special joint committee to represent western and southern 
lines in an effort to draft a uniform classification: Southern: W. 
R. Powe, Chairman; D. M. Goodwyn, General Freight Agent, Louis- 
ville & Nashville; D. W. Longstreet, General Freight Agent of the 
Illinois Central at Memphis; G. R. Browder, Assistant Freight Traf- 
fic Manager of the Southern at Atlanta; A. S. Dodge, formerly Vice- 
President of the Frisco. Western: W. B. Hamblin, General Freight 
Agent of the Burlington, Chicago; E. H. Wood, General Freight 
Agent of the Union Pacific, Omaha; R. C. Fyfe, Assistant General 
Freight Agent of the Cotton Belt; W. M. Hopkins, formerly General 
Freight Agent of the Minneapolis & St. Louis; R. H. Countiss, agent 
Transcontinental Freight Bureau. 








National Association of Railway Commissioners. 





Co-operation between the Interstate Commerce Commission and 
the state railroad commissions was the dominant note in speech 
and action of the first day’s session of the National Association 
of Railway Commissioners, holding its 19th annual session in the 
hearing room of the Interstate Commerce Commission at Washing- 
ton. Chairman Knapp, of the Interstate Commerce Commission, 
made co-operation between state and nation the theme of his address 
opening the convention. The sentiment received hearty endorse- 
ment, and the convention lost no time in carrying out the idea by 
adopting, after liberal discussion, the report of the committee on 
grade crossings, accompanied by a resolution that a model bill be 
drafted by committee to present to state legislatures looking to the 
abolition of grade crossings. The report was presented by Com- 
missioner A. T. Siler, of Kentucky, and its discussion brought out 
statistics revealing tremendous loss of life at grade crossings 
throughcut the country. 

The conventicn next voted for a uniform system of accounting 
to be required of both steam and electric lines. The discussion of 
this report, presented by O. W. Seymour, of Connecticut, and heart- 
ily endorsed by Commissioner Decker, of New York, also revealed 
the desire of the commissioners to make uniformity in state legisla- 
tion most emphatic. 








Florida East Coast Extension. 





In denying the rumors that work on the Florida East Coast 
Railway’s extension from Homestead, Fla., southwest along the 
Florida keys to Key West, akout 125 miles, is to be stopped or cur- 
tailed, J. R. Parrott, Vice-President and General Manager of the 
road, who is in charge of the extension, said, in part: 

“There is not the slightest intention of abandoning the work 
of building the Key West extension, We expect to have the road 
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built to Knight’s Key, 66 miles from Homestead, and boats running 
from that point to Cuba by January 15 ,1908. Since the beginning 
of the work, construction has been under way on the entire line 
between Homestead and Key West, forces being at work at both 
ends and in the middle. In August nearly all the machinery and 
forces available were transferred to the section north of Knight’s 
Key so as to get that part in operation and have it earning some- 
thing. In thus concentrating our work we were able to lay off a 
great many steamboats and launches. This saving was also helped 
by getting rails laid on 57 miles of line south of Homestead. Before 
the rails were down boats were used entirely for moving men, 
material and supplies. On the southern end of the line, Key West 
north to Bahia Honda, 47 miles, 80 per cent. of the work is about 
finished. Between Knight’s Key and Bahia Honda, 12 miles, are 
the three viaducts. So far these three openings offer no problems 
that have not already been overcome in the Long Key opening, which 
is about finished and which is longer than any of the others. There 
are 2,500 men employed at present, as against about 1,600 at the 
same date last year.” 





x 


American Street & Interurban Railway Association. 





The program of entertainment for delegates and guests to the 
American Street & Interurban Railway Association, and Account- 
ants’, Engineering and Claim Agents’ Associations at Atlantic City 
during the week beginning October 14, is an attractive one. 
On Monday evening Miss Kitty Cheatham will entertain for an 
hour in the solarium of the Marlborough-Blenheim hotel. On 
Wednesday afternoon the ladies of the convention will be entertained 
at the Country Club at Atlantic City, and on the evening of the 
same day a theatre party will be given. The Supplymen’s third 
annual amateur theatrical performance will be given at Young’s 
Pier Theatre Thursday evening following a trolley trip in the after- 
noon for the ladies of the convention. On Friday afternoon the 
men will be given an opportunity to take part in a golf tournament 
at the Country Club. On Friday evening there will be an enter- 
tainment at the solarium of the Marlborough-Blenheim. Delegates 
and guests will be entitled to use roller chairs, and the Delaware & 
Atlantic Telephone Co., the Bell Telephone Co., Philadelphia, Pa., 
and the American Telephone & Telegraph Co. will provide local 
service day and night and long distance service before 9 a.m. and 
after 6 p.m. without charge. A. L. Whipple, of the Curtain Supply 
Co., is Chairman of the Entertainment Committee. 








TRADE CATALOGUES. 


Concrete Piles —The Simplex Concrete Piling Company, Tacony, 
Philadelphia, Pa., has issued an interesting pamphlet describing 
simplex concrete piles. It is illustrated with unusually good repro- 
ductions of photographs showing the piles while being driven; also 
single piles and groups of piles partially or entirely excavated after 
being driven. Other photographs show the piles being tested. In 
one case a single pile was loaded with 50 tons without settlement 
and with 70 tons with a settlement of 1%4 in. Other interesting 
views show piles being driven under difficult conditions, such as 
close to old walls and inside of buildings where very short piles 
have to be used. Line drawings show the two types of driving 
forms used; one has a cast-iron point which is left in the ground 
and the other an alligator point, which consists of jaws that open 
so as to be withdrawn with the rest of the form. Other line draw- 
ings show different types of foundations, and comparisons of the 
number, time needed for driving and efficiency of concrete piles 
and wooden piles. A striking photograph shows a number of wooden 
piles which failed completely after being driven. Many examples 
of concrete pile foundations are shown, using the shell, molded, 
jointed and composite types of Simplex piles. 

Turbine Pumps.—The Watson-Stillman Company, New York, is 
distributing sectional catalogue No. 72 describing Twinvolute tur- 
bine pumps; these are made single stage for low heads and two 
stage for higher duty. The construction and operation of the pumps 
are described, being illustrated with line drawings and half-tones. 
The two types are also shown as driven by alternating-current or 
direct-current motors. Tables give the capacities in gallons per 
minute at different velocities, the friction head in pipe, the head 
in feet with equivalent in pounds pressure, theoretical horse-power 
required to raise water to different heights and similar information 
on hydraulics. The catalogue includes a list of other catalogues of 
hydraulic machines made by the company. 


Portable Machine Tools.—A particularly attractive catalogue 
issued by H. B. Underwood & Co., Philadelphia, Pa., is devoted to 
portable tools for railroad repair shops. Each tool is clearly illus- 
trated by half-tones and is given -a short description. A large 
variety of tools is shown, including different kinds of portable bars 
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for boring cylinders, valve seats and engine guides. These are 
shown both in operation and in detail showing parts and attach- 
ments, including different cutterheads, etc. Other tools are: Cir- 
cular planer tools for driving boxes and valve seats, cylinder dome 
facing machine, portable milling machine, crank pin turning 
machine, and other apparatus. 


Chain. Belt.—General catalogue No. 35 of the Chain Belt Com- 
pany, Milwaukee, Wis., has 287 pages and is attractively bound in 
cloth. It is exceedingly full and profusely illustrated with half- 
tones showing many styles of chain belt conveyors in operation. 
[It gives the approximate horse-power of different kinds of chain 
belts, specific gravities and weights of various substances handled 
by conveyors and other information of interest. Each kind of chain 
is illustrated, and full price lists, capacities, weights, etc., given. 
The catalogue also covers auxiliary parts of conveying systems, 
including buckets, elevator boots, clutches, gears and other products 
of the company. 

Draft Gear.—A folder published by the Waugh Draft Gear Co., 
Chicago, consists of a brief statement of the advantages of this draft 
gear and a number of half-tone illustrations showing relative posi- 
tions of the parts under different stages of tension and compression; 
also the manner of applying it to wooden and steel sills. The gear 
consists of transverse spring plates in groups of eight or more, sep- 
arated by concave and convex castings, alternating. It is claimed 
that tests show from 200,000 to 600,000 lbs. spring cushion capacity 
in 2-in. to 3-in. drawbar travel, with no recoil. 


Steam Turbines.—The General Electric Company, Schenectady, 
N. Y., has issued pamphlet No. 4,531 describing the Curtis steam 
turbine generator. The line and half-tone illustrations show the 
complete machine and details of the buckets and other parts. Re- 
ports of tests of different sizes of Curtis turbines showing vacuum, 
superheat, pressure, etc., under different loads are included. One 
test shows the comparative efficiency of a turbine and a reciprocat- 
ing engine of equal rating, operating under the same conditions. 


Municipal Filtration—The Pittsburgh Filter Manufacturing Co., 
Pittsburgh, Pa., has published an illustrated pamphlet describing 
installations made by the company of municipal filtration plants in 
a number of cities. The pamphlet includes reports of the operation 
of certain plants, in which daily comparisons show the color, odor, 
amount of alkali, incrustants, bacteria, etc., of the filtered and un- 
filtered water. The pamphlet also illustrates and describes the dif- 
ferent filters and auxiliary apparatus the company installs. 


Wattmeters.—Bulletin No. 4,527 of the General Electric Com- 
pany, Schenectady, N. Y., describes the Thomson polyphase induc- 
tion wattmeters. These can be used for one, two or three-phase 
circuits. They are made in three types: one for house service, with 
a metal cover, and two for switchboards, one kind having a metal 
cover and the other a glass cover. The bulletin gives the capaci- 
ties, etc., of the different sizes and a number of connection diagrams 
showing the method of installation on different circuits. 


Electrolysis —The H. W. Johns-Manville Co., New York, has 
published a small circular on the company’s Electroless pipe cover- 
ing. It speaks of the well-known effect of stray currents on pipe 
and is illustrated with photographs showing sections of pipe so af- 
fected. Electroless pipe covering is made of asbestos paper, im- 
pregnated and coated with a waterproof insulating compound. 

Snow Plows.—A small pamphlet issued by the Wilder Snow 
Plow & Manufacturing Co., Worcester, Mass., illustrates and de- 
scribes the Wilder radial snow plow. It is claimed that this plow 
is particularly successful on sudden changes of grade and on curves 
as sharp as 45 ft. radius. It is made for electric railways in two 
sizes, weighing respectively 38,000 lbs. and 42,000 lbs. 


Derails —The Hayes Track Appliance Co., Geneva, N. Y., has 
sent out circulars Nos. 47 and 48, consisting of reproductions of 
photographs showing different models of Hayes derails as applied 


to different sizes of rails. Other illustrations show installations of 
these derails at interlocking stations on several roads. 


Rock Island Employees’ Magazine—The October number has 
some good short articles. They include “Staff Meetings an Aid to 
Team Work”; “Brevity in Telegrams,” and “Pointers on Handling 
Freight.” Other matters of special interest to the employees of the 
system make up the balance of the magazine. 


Concrete Construction.—Bulletin No. 16 of the Association of 
American Portland Cement Manufacturers, Philadelphia, Pa., is 
entitled “Regulation and Control of Concrete Construction,” by E. 
S. Larned, 
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MANUFACTURING AND BUSINESS. 





The Samson Cordage Works, Boston, Mass., is putting on the 
market a signal cord with a galvanized steel wire metal center. 


W. P. Cosper, Chicago, has resigned as General Sales Agent of 
the Garton-Daniels department of the Hiectric Service Supplies Co., 
to engage in the manufacture of hot water heaters for steam and 
electric railroad cars. 


The Barker Mail Crane Co., Clinton, Ohio, has contracts with 
the Harriman Lines ior the use of the company’s all-iron mail crane. 
The crane is now standard on the Northern Pacific, Chicago, Mil- 
waukee & St. Paul, and the New York, Ontario & Western. They 
have been installed on 30 railroads. 


The increase in capital stock of the Westinghouse Air-Brake 
Co., Pittsburgh, Pa., from $3,000,000 to $14,000,000, and the distri- 
bution of a 25 per cent. stock dividend were considered at the annual 
meeting of the stockholders last week, but it was decided to act 
finally at a special meeting called for December 3. 


The Washburn Steel Castings Coupler Co., Minneapolis, Minn., 
will exhibit at the American Street & Interurban Railway Asso- 
ciation’s convention at Atlantic City a number of types of traction 
couplers. Only a few of these have heretofore been offered for sale, 
but the company is now ready to put them on the market in large 
amounts. 


The Goldschmidt Thermit Co., New York, will have an exhibit 
in the music hall on the steel pier at the Atlantic City convention 
of the American Street & Interurban Railway Association and also 
a demonstration booth just outside of the pier for showing the weld- 
ing of street car rails, motor cases, truck frames, ete. The com- 
pany’s new system of using yellow wax as a matrix for the mold is 
used in repairing motor cases. 


John MacD. Greene, Drexel Building, Philadelphia, Pa., has 
established a brokerage business for the handling of released ma- 
chinery in connection with the engineering work of the Greene Engi- 
neering Co., of which he is President. The Greene Engineering Co. 
is a specialist in plant modernization and in designing and super- 
vising the construction of elevating and conveying plants of all 
kinds. Bulletins of released machinery on hand are issued monthly. 


Walter B. Snow, for some years in charge of the Publicity De- 
partment of the B. F. Sturtevant Co., has opened an office at 170 
Summer street, Boston, Mass., as a publicity engineer. He is pre- 
_pared to conduct the publicity departments of a limited number of 
non-competitive clients and to render special service to others in 
the form of general advertising, catalogue making, technical writ- 
ing and investigation. There is room in the fields covered by trade 
and technical papers for the kind of work Mr. Snow proposes to 
do, and he is especially fitted to succeed. He has had practical ex- 
perience in the machine shop and as a shop foreman, and was for 
some time chief draftsman, and later mechanical engineer, for the 
B. F. Sturtevant Co., Hyde Park, Mass. He had charge of design- 
ing and erecting the new plant of the company at Hyde Park. Dur- 
ing his more than 20 years connection with the B. F. Sturtevant 
Co. he had charge of all the publicity work, including not only trade 
paper advertising and catalogue making, but preparing special 
treatises, delivering lectures at technical schools and before engi- 
neering societies and writing special articles for the technical press. 
He had charge of the photographic retouching and printing depart- 
ments and compiled special mailing lists for circularizing and sys- 
tematic following. Part of his time was devoted to doing similar 
work for a large machine tool company and for a maker of steam 
pumping and condensing machinery. Mr. Snow is a graduate of the 
Massachusetts Institute of Technology, and is a member of the 
Society of Mechanical Engineers, and has served as a member of 
the Publication Committee of that society. 








Iron and Steel. 





The Maryland Steel Company is reported as having an addi- 
tional order for 5,000 tons of rails for the Panama Canal; delivery 
to be made in 75 days. 


Official announcement is made by the Bethlehem Steel Corpora- 
tion that 15,000 tons of high grade open hearth rails have been sold 
to the Lehigh Valley. The price, it is said, is in excess of $28 a ton. 


The Jones & Laughlin Steel Co., Pittsburgh, Pa., is to build one 
of the largest rail mills in the world at its new plant at Allequippa, 
Pa. Work on the new mill will not begin until after the new biast 
furnaces are blown in. It is said that the company has been guar- 
anteed orders for 1,000,000 tons of rails when the mill is in operation, 
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MEETINGS AND ANNOUNCEMENTS. 





(For dates of conventions and regular meetings of railroad conventions and 
engineering societies, etc., see advertising page 24.) 





Franklin Institute. 





At the section meeting held October 10, a paper on the Thermo- 
Electric Production of Iron and Steel, by Dr. Joseph W. Richards, 
of Lehigh University, was presented. 








Western Railway Club. 





The October meeting will be held at the Auditorium Hotel, 
Chicago, on Tuesday, the 15th inst., at 8 o’clock p.m. A paper on 
“Steel Tires; Causes of Imperfections and Defects,” will be read by 
George L. Norris, Engineer of Tests, Standard Steel Works, Burn- 
ham, Pa. 








ELECTIONS AND APPOINTMENTS. 





Executive, Financial and Legal Officers. 


Apalaciicola Northern.—W. C. Myers has been appointed Auditor, 
with office at Apalachicola, Fla., succeeding A. H. Guest, re- 
signed. 


Chicago & Alton.—The following new Directors have been elected: 
T. H. Hubbard, T. P. Shonts, G. H. Ross, Joy Morton, F. H. 
Davis, W. G. Beale and H. E. Huntington. The following mem- 
bers of the old Board remain Directors: Edwin Hawley, N. B. 
Ream, Samuel Felton and J. J. Mitchell. 


Chicago, Rock Island «& Pacific—L. K. Luff, Assistant Auditor of 
Freight Traffic, has been appointed Auditor of Disbursements, 
succeeding C. F. Balch. 


Delaware & Hudson.—W. D. Schofield has been appointed Assistant 
to the President, with office at New York, succeeding W. H. Will- 
iams, elected Third Vice-President in charge of the treasury and 
accounting departments. 


Detroit & Mackinac.—See Erie & Michigan Railway & Navigation. 


Erie & Michigan Railway & Navigation—T. G. Winnett, General 
Passenger Agent of the Detroit & Mackinac, has been elected 
also President of the Erie & Michigan Railway & Navigation, 
with office at Bay City, Mich. S. S. Jenkins has been appointed 
Treasurer, with office at Chicago. C. W. Luce, General Superin- 
tendent of the Detroit & Mackinac, has been appointed also Gen- 
eral Superintendent of the Erie & Michigan Railway & Naviga- 
tion, with office at East Tawas, Mich. 


Illinois Valley Belt—E. B. Ashcraft, Vice-President, has been elected 
President. A. E. George, Secretary and Treasurer, has been 
elected Vice-President and General Manager. J. R. Hawkins 
succeeds Mr. George. The offices of all are at Chicago. 


Missouri Southern.—See this company under Purchasing Officers. 


New York, New Haven & Hartford.—O. M. Shepard, formerly Gen- 
eral Superintendent, has been appointed Assistant to Vice-Presi- 
dent John F. Stevens. 


Northern Pacific.—A. C. James has been elected a Director, succeed- 
ing D. W. James, deceased. 


Oklahoma Central.—T. C. Woods has been elected Secretary, with 
office at Purcell, Ind. T., succeeding W. G. Walling. 


St. Joseph Valley.—The officers of this road, which has just been 
opened from Angola, Ind., to La Grange, 26 miles, are as fol- 
lows: President, H. E. Bucklen; Vice-President, John Field- 
house; Treasurer, C. H. Winchester; Secretary and Auditor, 
Strafford Maxon; Superintendent, M. L. Swinehart, and Traffic 
Manager, G. T. Moore. The general offices are at La Grange, 
Ind. 

St. Louis Southwestern of Texas.—R. C. Fyfe, Assistant General 
Freight Agent, has resigned to become a member of a special 
committee of the Universal Classification Committee. 

Sonora Railway.—The office of W. G. Sherlock, Assistant Auditor, 
has been moved from Guaymas, Mex., to Tucson, Ariz. 

Tremont & Gulf—The general offices have been moved from Tre- 
mont, La., to Winnfield, La. 

Wisconsin Central.—G. W. Webster, Secretary, and S. G. Courten 
have been elected Directors, succeeding W. F. Vilas and G. M. 
Cummings, resigned. 


Operating Officers. 


Arizona & Colorado.—J. W. Williams has been appointed Superin- 
tendent, with office at Naco, Ariz. 
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Chicago, Burlington & Quincy.—J. M. Gruber, General Manager of 
the Lines East of the Missouri River, has resigned to go to the 
Great Northern. 

Chicago, Rock Island & Pacific—T. H. Beacom, Superintendent of 
the Oklahoma division, has been appointed Superintendent of 
the Missouri division, with office at Trenton, Mo., succeeding 
W. H. Whitenton, transferred. H. M. Hallock, General Super- 
intendent of the Choctaw division, succeeds Mr. Beacom, with 
office at El Reno, Okla. T. 

F. O. Whiteman has been appointed Trainmaster at El 
Dorado, Ark., succeeding J. H. Lynch, assigned to other duties. 


El Paso & Southwestern.—W. G. Roe, Trainmaster at Carrizozo, N. 
Mex., has been appointed Assistant Superintendent at Alamo- 
gordo, N. Mex. R. C. TenEyck succeeds Mr. Roe. 


Florida East Coast.—O. M. Carter has not been appointed Consult- 
ing Engineer as stated in this column last week. 


Great Northern.—See Chicago, Burlington & Quincy. 


Grand Trunk.—J. C. Crombie has been appointed Master of Trans- 
portation at London, Ont., succeeding D. Crombie, promoted. 


Keweenaw Central.—The office of J. C. Shields, General Superintend- 
ent, has been moved from Hancock, Mich., to Phoenix, Mich. 


Lehigh Valley.—J. F. Maguire, Assistant Superintendent of Trans- 
portation, has been appointed Superintendent of Transportation, 
with office at South Bethlehem, Pa., succeeding T. H. Pindell, 
assigned to other duties. 


Michigan Central.—J. H. Snyder, Assistant General Superintendent, 
has been appointed Superintendent at Chicago, succeeding M. B. 
Snow, who takes Mr. Snyder’s piace at Detroit, Mich. 


Missouri Pacific.—C. H. Bevington, Superintendent of the Omaha di- 
vision, has been appointed Superintendent of the Valley division, 
with office at Monroe, La., succeeding J. G. Lorton, resigned 
to go to the St. Louis & San Francisco. W. E. Brooks, Super- 
intendent of the Northern Kansas division, succeeds Mr. Beving- 
ton, with office at Omaha, Neb. W. E. Merrifield, Trainmaster 
at Sedalia, Mo., succeeds Mr. Brooks, with office at Atchison, 


Kan. 


Oklahoma Centrai.—W. S. Wells is Trainmaster, with office at Pur- 
cell, Ind. T. 


Oregon Short Line.—A. D. Stevenson, Superintendent of the Mon- 
tana division, has been appointed Superintendent of the Utah 
division of this road and of the Union Pacific lines west of 
Green river, with office at Salt Lake City, Utah, succeeding W. 
E. Costello, resigned. W. H. Jones, Assistant Superintendent 
at Pocatello, Idaho, succeeds Mr. Stevenson, with office at Poca- 


tello. 


Pacific & Idaho Northern.—A. L. Wiley has been appointed Super- 
intendent, with office at Weiser, Idaho, succeeding C. M. Hunt, 
resigned to go to the Oregon Short Line. 


Rio Grande Western.—-O. J. Ogg has been appointed Assistant Super- 
intendent of the Rio Grande Western at Helper, Utah, succeed- 
ing R. R. Sutherland, resigned. 


S!. Louis, Iron Mountain & Southern.—T. B. Nash, chief despatcher 
of the Memphis division, has been appointed Trainmaster at 


Wynne, Ark. 


Somerset Railway.—G. H. Foster, Assistant Superintendent, has 
been appointed Superintendent, with office at Oakland, Me., suc- 
ceeding W. M. Ayer, resigned, and his former office has been 
abolished. 


Southern.—H. E. Hutchens, General Superintendent at Charlotte, 
N. C., has been appointed General Superintendent at Birming- 
ham, Ala., succeeding W. N. Foreacre, who takes Mr. Hutchens’ 
place at Charlotte. 


Southern Pacific—Thomas Ahern, Assistant Division Superintend- 
ent at Dunsmuir, Cal., has been appointed Superintendent, with 
office at Dunsmuir, of the new Shasta division, consisting of the 
lines from Red Bluff to Ashland. D. Burkhalter, Acting Super- 
intendent of the Sacramento division, has been appointed Super- 
intendent of that division. F. M. Worthington, Assistant Super- 
intendent at Tucson, Ariz., has been appointed Superintendent 
of the San Joaquin division, with office at Bakersfield, Cal., suc- 
ceeding Mr. Burkhalter, who held that position before being ap- 
pointed Acting Superintendent of the Sacramento division. A. 
F. Bowles succeeds Mr. Worthington. 





Union Pacific—See Oregon Short Line. 


Wrightsville & Tennille—See this company under Purchasing 
Officers. 
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Traffic Officers. 

Canadian Pacific.—J. S. Carter, city passenger agent at Nelson, B. C., 
has been appointed General Agent, passenger department, at 
Spokane, Wash. 

Colorado Midland.—M. R. Sutton has been appointed General Agent 
at Kansas City, Mo., succeeding Morell Law, resigned to go to 
another company. 

Georgia Coast & Piedmont.—W. R. Bassett, Auditor, has been ap- 
pointed also General Passenger Agent. 

Georgia, Florida & Alabama.—B. C. Prince, Acting Traffic Manager, 
has been appointed Traffic Manager, with oftice at Bainbridge, 
Ga. 

Jamestown, Chautauqua & Lake Erie—J. A. Barry, local manager, 
has been appointed Acting General Freight and Passenger Agent, 
with office at Jamestown, N. Y., succeeding to the duties of H. 
T. Mentzer. 

Missouri Southern.—T. J. Dreessen has been appointed General Tratf- 
fic Manager and Freight Claim Agent, with office at Leeper, Mo. 


Prescott & Northwestern.—O. H. Helbig, General Freight and Pas- 
senger Agent, has been appointed to the new office of Traffic 
Manager, and his former office has been abolished. He remains 
also Secretary and Treasurer. 


St. Louis, Brownsville & Mexico.—William Doherty, General Pas- 
senger Agent, has been appointed Traffic Manager in charge of 
both freight and passenger traffic, H. W. Adams, Freight Traffic 
Manager, having resigned. 

Texas & Pacific—R. T. G. Matthews has been appointed General 
Agent, passenger department, at Cincinnati, Ohio. 


Timpson & Northwestern.—C. W. Gray, rate clerk in the general 
freight office of the Galveston, Harrisburg & San Antonio, has 
been appointed Traffic Manager of the Timpson & Northwestern. 


Engineering and Rolling Stock Officers. 

Aiabama Great Southern.—See Cincinnati, New Orleans & Texas 
Pacific. 

Atlantic. Quebec & Western.—W. L. Browne has been appointed 
Acting Resident Engineer of this road and also Acting Chief 
Engineer of the New Canadian Company, succeeding J. V. 
Nimms, resigned. The road is about to be opened for traffic 
from New Carlisle, Que., to Port Daniel, and work is under 
way from Port Daniel north. 


Bessemer & Lake Erie.—F. W. Dickerson, general foreman, car de- 
partment, at Greenville, Pa., has been appointed Master Car 
Builder, with office at Greenville, succeeding W. J. Buchanan, 
resigned. 

Chicago Junction.—J. B. Cox, Chief Engineer, has resigned. 


Cincinnati, New Orleans & Texas Pacific—E. C. Tomlinson, Super- 
intendent of Transportation of this road and of the Alabama 
Great Southern, has been appointed to the new office of Car 
Accountant of both roads and his former position has been 
abolished. 

Erie-——T. Rumney, Mechanical Superintendent, has been appointed 
General Mechanical Superintendent, with office at New York, 
succeeding E. A. Williams, who resigned last spring. William 
Schlafge, Assistant Mechanical Superintendent, has been ap- 
pointed to the new office of Mechanical Superintendent of the 
Erie grand division and of the New York, Susquehanna & 
Western, with office at Jersey City, N. J. A. G. Trumbull, As- 
sistant Mechanicai Superintendent, has been appointed to the 
new office of Mechanical Superintendent of the Ohio division 
and the Chicago & Erie, with office at Cleveland, Ohio. 


Lehigh & New England.—W. J. Young, Chief Engineer, has resigned 
to go to the Alpha Portland Cement Co., Martin’s Creek, Pa. 

Peoria Railway Terminal.—G. P. Paradis is Engineer of Maintenance 
of Way. 

St. Louis, Watkins & Gulf—S. H. Spangler has been appointed 
Master Mechanic, with office at Lake Charles, La., succeeding 
J. C. Ramsey. 

Santa Fe Central.—E. M. Peden is Superintendent of Motive Power 
and Rolling Stock, with office at Estancia, N. Mex. 

Seaboard Air Line.—A. J. Poole, Master Mechanic at Atlanta, Ga., 
has been appointed to the new office of General Master Me- 
chanic, with office at Portsmouth, Va. 

Purchasing Agents. 

Missouri Southern.—E. J. Grimes, Auditor, has been appointed Pur- 

chasing Agent, with office at Leeper, Mo. 


Wrightsville & Tennille—Hereafter the purchasing department will 
be in charge of D. R. Thomas, Superintendent, Tennille, Ga. 
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LOCOMOTIVE BUILDING. 


The Wisconsin Central has ordered three locomotives from the 
American Locomotive Co. 


Procter &€ Gamble, Cincinnati, Ohio, have ordered one locomo- 
tive from the Baldwin Locomotive Works. 


The St. Louis, Brownsville & Mexico has ordered five locomo- 
tives from the Baldwin Locomotive Works. 


The Virginia Air Line, Charlottesville, Va., under construction, 
is in the market for locomotives. See Railroad Construction column. 


The New York Central Lines have reserved space with the 
American Locomotive Company for 148 locomotives. The types will 
consist of Pacific, similar to those delivered to the Lake Shore last 
spring, New York Central Lines standard consolidation, 10-wheelers 
and switch engines. 


The Lake Shore & Michigan Southern has ordered nine simple 
six-wheel switching (0-6-0) locomotives from the American Locomo- 
tive Co. The specifications are as follows: 

General Dimensions. 


Switching 


Type of locomotive 
154, wr 


Weight, total 


DAT EIIU ED Cr CNRGOEN ong a deter ie'sisbralne OMe seine eeedeNeacme 
CR hao hsc cet a here Cn emia h wan ee se minhs 21in. x 28 = 
Boiler, WR Aa cetera kw ace Cele a Cenk Case ome RS Straight back 

WOTRING StCAM PFCSBULE 2.6 ccccccccscccecsens 180 Ibs. 


ae number of tubes 
Charcoal by ng 
n 


& material of tubes 
eS = GEA a a Ser Cnet wnenne Rag nevewececeeweea 


be: MEME GU BOMGN an col oi oca cee cde ca ce ge ewaceewanins 16 ft. 

r irebox, ‘least OPEL ee Cee re ee eee eee ee ree 72 in. 

WOM at ar cea we cmediheona ia «sea aaeceae 65% in. 

" WM gee e vers coo glare ce eseineee.s eina/seemeled ea eas Steel 

We IMEEM So cacge occeee eens Cece nae ena 32.7 sq. ft. 
RI GNEROG” LOUD oo ccc ninc ca nnnaucdisuecaeeee 2,016 * 

OE IEE as. 0 ara o ce enon x Sa nee a Saas eeeiod sinks 0,100 gals. 

Ty GINO e. oy cig icc Geis ga aes dayns tee ale A alc w eee wise ae eaae 7% tons 


PENI ogo cies se tarne ner ee ae Ae Oe Ne eee Westinghouse 
TROND CO oe no coe oes dene ale ae Oe electiewedaee casa Sampson 
DO NUN ooo ei s'e ec clelé ee cde mes emea weeleca +t édee wears Buffalo 
ee Pn terres emer er rd eee ree Climax 
WPM ho cs icinyee caw ate nee ee wa seme eee a eacee eee Dressel 
I i Falk a sc b-ViS a AEA. ed BAe RNs oe. ean aeraeee Nathan 
IE ONO ooo coe ied go 4-04 se nccare xis Oaeemeees Magnus 
PIGUGMe TOU PROCEED 600k 56 sic stecwecwseees sence United States 
We BGI MNO coy gaic.e sted aie: screener we kee United States 
PR ROING re ea card Oc cerecews wananeceuaeoneae American 
BANGIN GOVICOD ociccc cc ivecctedececcoescerubaueesees Leach 
Sighi-feed WIDTICRIOTS® «oi ciec ect ccedeneee ses Nathan_bull’s-eye 
TN cde org go) ocas eceie sreerea sinew emia ee Railway Steel-Spring Co. 
Pg RRA encore rrr rer ere ee Crosby Thermo 


Latrobe 


Tires—Driving wheel 

The Harriman Lines, as reported in the Railroad Gazetie of 

October 4, have ordered 43 consolidation locomotives, 10 Atlantic 

locomotives, 30 mogul locomotives, 24 ten-wheel locomotives and 18 
switch locomotives. Of these engines, 55 are to be oil burning. 

General Dimensions. 


. Consol. Atlantic. Mogul. 10 wheel. Switch. 
Weight, total. 208. ;000 Ibs. 196,000 Ibs. 162,000 lbs. 198,000 Ibs. 140,000 Ibs. 
On drivers.187, 000 Ibs. 105,000 Ibs. 140,000 lbs. 150,000 lbs. 140,000 Ibs. 
Cylinders .. ‘a 30in. 20x28in. 20x28in. 22x28in. 19x 26in. 
Diam. drvrs..5 81 in. 63 in. 63 in. 51 in. 
Koiler, type TF aah top. Straight top. Straight top. Straight top. Straight top. 
Stm press... 200 Ibs. 200 Ibs. 190 lbs. 175 lbs. 
Tubes, No. .413 307. 355 237 

Material. .Seamless steel and charcoal iron. 

Diameter. .2 > 2in 2 2 in. 2 in. 

Length ..15 i¢ ft. 12ft.8in. 15 ft. 11 ft. 6 in. 

Firebox, gih.108 a 108 in. 108 in. 124 in. 108 in. 

j ¢ «6.0 Gees 66 in. 66 in. 37% in. 40¥% in. 
Material ..Otis steel. Otis steel, Otis steel. Otis steel. Otis steel. 
Grate area.49.5 sq. +" 49.5 sq.ft. 49.5sq.ft. 32.1sq.ft. 30.2 sq. ft. 

Htg. surf. t’1.3,403 sq 2,649 sq. ft. 2,102 sq.ft. 2,994sq. ft. 1,557 sq. ft. 


q. 
Water capac.7, 000 & 9, 000 7,000 gals. 7,000gals. 7,000 & 9,0004,000 gals. 


Coal capac.. ‘14 & 10 tons. 14 tons. 4 tons. 14 & 10 tons. 6 tons. 
Oil capacity. 2, 940 & 2,487 2,940 gals. 2,940 gals. 2,940 & 2,4871,020 gals. 
Special Equipment. 
ACCtVlENG GAS SCNGERLOR oes cic cessed cesses ecceeds Elliott 
PO ILE PE Tree re TCT ee Re Gollmar 
Brake adjuster yes mone SUOMI 5 x6 Se Scc nce tewnnawes Acme 
Brake adjuster equipment, passenger .........+-2++ American 
Pree EME ca ae ds terse nd cad nte User eeeeebawe Magnesia 
ORME 6 oo occa ws tceene eee ke tues emane end Damascus 
TUMNOONOOE 66. d6 ve cieccedees American Brake-Shoe & Foundry Co. 
CI oa do. 3.6 4.4 wie-t.c 4 ea Kees ha acle date ea eed Climax steel 
gu a er rer rior re ee Miner 
Be@e- pine Straimer. occ ssc cuascwe Burnham, Williams & Co. 
DIMES a cco os ce rece eKe eR HUee Ne eRe wee Handlan Buck 
EPO eee GICCIRIG  s 5. oo eee in ecceceedeteedeta Pyle National 
WIE desde. 01d o ore si todl@ sie d.caaisig 6 selnee 6 wamesecs’s naconda 
RIE a aisle So wiaie'd oO 04 cle-s:6:6.c Kea sield Bielaelaccig a a'dorme & Nathan 
POET WOOT aig org oi. 6 oe Be eetccewevedeneaem cmere Hewitt 
pO EE re ee rrr National Mal. Casting Co. 
PAStON. FOE PACKINGD: forbs oo ceed ceeecccsdes Paxton-Mitchell Co. 
WHINe FOG PRCRINGG © 6.cccc occcdécwecwescwews Paxton-Mitchell Co. 
RMN REE Sia fc plors cision aids oeoics suas e domme dmensaa Crosby 
Sanding na Sata ee a 6s ee ecied Mee ad ae sees aa eee Leach 
PENNE oc cides Cadectiane Jo ses ends SEte eee Vaeue eee 
Sight feed _ SEA be Pibechlawe awe danoee ean eacewtins Nathan 
WS, Gone sl Waa EO «Fo ecto woreda eats Railway Steel- Spring Co. 
SSO BGO ov. 5ong 0 05 sie 0 Gn0int 0. 0's ch neice dew de deeeeneee heroft 
Steam and oil conduits .......... Franklin Railway duals Co. 
Steam heating ee re TTT ee err Consolidated 
Steam heat gg “ MEUE, ccd vetanea ce vecasvereceuaas Leslie 
Tires, Gtining Wheel... oapise cc cee os atic picivecceccccce Midvale 
Tires, CRM REE a pig 6a cick agivle dma cadnksic se aslgd ta Midvale 
ETE. THE WEED Bobo Coee ch hoses Soe wees euneee Midvale 
Peis COME «5.7502, 6 | Autre kes «005% 0.4 Khe ee S.e Sele Simplex 
Tender truck side frames .............seee8 Andrews cast steel 
WORE CNETIOINEL, 5.5.65 ao as Weis c sc cadicem ace sence save Acme 
Water gages PE I ae ee eet eee Ee ey yee Nathan 
Star Brass 


Whistles ... 
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CAR BUILDING. 


Swift & Co., Chicago, are said to have ordered 100 cars. 


The American Railways, Des Moines, Iowa, are figuring on some 
cars. 

The New York, Ontario & Western is in the market for 10 day 
coaches. 


The Columbia & Puget Sound is figuring on two or three new 
passenger coaches. 

The Galveston, Harrisburg & San Antonio is in the market for 
10 passenger coaches. 


The Arkansas, Louisiana & Gulf has ordered one passenger coach 
from the Hicks Locomotive & Car Works. 


The Virginia Air Line, Charlottesville, Va., under construction, 
is in the market for cars. See Railroad Construction Column. 


The Canadian Pacific denies that it is figuring on building 2,000 
additional box cars at its own shops, as reported in the Railroad 
Gazette of September 27. 


The Duluth & Iron Range, as reported in the Railroad Gazette 
of July 26, is said to have ordered six passenger cars from the 
American Car & Foundry Co. 


The Duluth, Missabe & Northern is figuring on four first class 
coaches, four second class coaches, two baggage and mail cars, two 
passenger and baggage cars and one baggage express car. 


The New Orleans Great Northern, as reported in the Railroad 
Gazetie of October 4, has ordered from the Western Steel Car & 
Foundry Co. 65 all-wood stock cars of 60,000 lbs. capacity, 300 
all-wood box cars of 60,000 lbs. capacity, 200 steel flat cars of 80,000 
lbs. capacity and 200 flat bottom gondola cars of 80,000 lbs. capacity. 
The stock cars will measure 36 ft. long, 8 ft. 6 in. wide and 9 ft. 
6% in. high, inside measurements, and 36 ft. 9% in. long, 9 ft. 1% in. 
wide and 13 ft. %4 in. high, over all. The box cars will measure 
36 ft. long, 8 ft. 6 in. wide and 9 ft. 10 in. high, inside measure- 
ments, and 36 ft. 95g in. long and 9 ft. % in. wide, over all. The 
flat cars will measure 41 ft. long, 9 ft. 634 in. wide and 3 ft. 10% in. 
high, over all. They will have yellow pine flooring. The gondola 
cars will measure 41 ft. long, 8 ft. 10% in. wide and 3 ft. 3% in. 
high, inside measurements, and 42 ft. 3% in. long, 10 ft. wide and 
7 ft. 3% in. high, over all. Bodies will be of wood and underframes 


of steel. The special equipment for all cars includes: 
RRREONNE S oc 24 eae Ss wace wale «s Pressed steel for all except gondolas 
POs Canc dainsevaceadteatasenheatecdhad Pressed steel 
REIEC 7. cacwccdaredcenedeececeaed tudkedewed Westinghouse 
CHINE Cees ec doccac cue cemcuenedeee naw «oe Climax, steel shank 
ICSE IIR 6 ccc cnccnseuedsawseadaasa deamalaaana Miner 


LG Se ar Gould for stock and box cars; 
Symington for flat and gondola cars 
pi Ceca eduenes Gould for stock and box cars 
Symington for flat and gondola cars 
Arch bar 


Dust guards 
Journal boxes 


Trucks 








RAILROAD STRUCTURES. 





ALBUQUERQUE, N. Mex.—Work has begun on the new Atchison, 
Topeka & Santa Fe storehouse, and additions to the local machine 
shops. (April 5, p. 498.) 

AtvA, Okta.—The improvements to be made by the Atchison, 
Topeka & Santa Fe establishing the new grade and straightening 
the Panhandle branch through western Oklahoma include a large 
bridge over the Salt Fork. 


FERNANDINA, Fta.—The Seaboard Air Line is planning to re- 
build its phosphate elevator recently destroyed by fire at a loss of 
$150,000. 

Forr SmirH, Ark.—The St. Louis & San Francisco, and the St. 
Louis, Iron Mountain & Southern, it is said, will put up large round- 
houses and shops at this place. 


Fort Worry, Tex.—The Missouri, Kansas & Texas, it is said, 
has given a contract for putting up a-brick freight house 45 ft. 
x 300 ft., two stories high. 


FREDERICK JUNCTION, Mp.—The Baltimore & Ohio has given con- 
tracts for building a new bridge over the Monocacy river on the 
old main line at this place, to the Drake & Stratton Co., of Phila- 
delphia, for the substructure work, and to the McClintic-Marshall 
Co., of Pittsburgh, for the superstructure. The bridge is to con- 
sist of four spans, each about 85 ft. long, with deck plate girders, 
and will carry two tracks. The work will be pushed to completion 
as early as possible. 


GRAND Forks, B. C.—The Canadian Pacific, it is said, will start 
work next year on roundhouses, repair shops and yards at this place. 
The cost of these improvements will be about $100,000. 


MERIDIAN, Miss.—Engineers are locating the site of a bridge 
to be built over the railroad tracks. 
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New York, N. Y.—Contract has been let to J. C. Rodgers for the 
new bridge over the Harlem river at Madison avenue and 138th 
street at $1,155,987; the next lowest bid was that of the Phoenix 
Construction Company, $1,189,626. Other bids were: Williams 
Engineering Company, $1,197,000; Maryland Steel Company, $1,324,- 
567, and Bernard Rolf, $1,333,333. The work includes building a 
steel draw span, two approach spans, fender piers, three masonry 
river piers, masonry approaches, grading, paving and furnishing 
electric equipment for operating the draw and lighting the structure. 
The work will require about 2,000 tous of structural steel, and it 
is thought that the contract for this steel will be given to the 
American Bridge Company. 

The Board of Estimate and Apportionment at a recent meeting 
authorized an issue of $10,000,000 of stock to pay for buying and 
improving the property along the South Brooklyn water front from 
28th to 36th streets and from 58th to 61st streets. About $6,000,000 
of this will be spent for the land and the rest is to be used for 
putting up docks. 

San ANGELO, TEx.—The Kansas City, Mexico & Orient, it is said, 
will soon start work on a combined freight and passenger station 
here. 


TOLEDO, OH1o.—Announcement is made that the Lake Shore & 
Michigan Southern will put up a bridge this fall over the mouth of 
Swan creek, at the foot of Munroe street. 


WILKESBARRE, PaA.—An agreement, it is said, has been made be- 
tween the city and the Lehigh Valley, the Jersey Central, the Dela- 
ware & Hudson and the Pennsylvania to eliminate the grade cross- 
ings on these roads from South Wilkesbarre to Market street: 





RAILROAD CONSTRUCTION. 








New Incorporations, Surveys, Etc. 


ALABAMA Roaps (Execrric).—A company is being formed by 
Richard Tillis, of Montgomery, to build an electric line from Geneva, 
Ala., on the Louisville & Nashville northeast via Hartford and Slo- 
comb to Dothan, on the Atlantic Coast Line and the Central of 
Georgia, 40 miles. It is proposed eventually to extend the line from 
Dothan north. 


Atva & SournerNn.—Incorporated in Oklahoma, with $5,000,000 
capital and offices at Alva and at St. Louis, Mo. The company pro- 
poses to build about 250 miles of railroad from Kiowa, Kan., south 
through Oklahoma to the Red river, 250 miles. L. T. McKnight, 
President and General Manager; J. B. Cheadle, Vice-President, and 
W. Habiland, Assistant Secretary, all of Alva, and G. E. Autrey, 
Treasurer, of Granton, Ohio. 


ARIZONA & CALIFORNIA.—See Atchison, Topeka & Santa Fe. 
ARKANSAS VALLEY.—See Atchison, Topeka & Santa Fe. 


ATCHISON, TOPEKA & SANTA Fre.—The report of this company 
for the year ended June 30, 1907, gives a total of 9,350.28 miles for 
all the lines included in this system, as compared with 9,189.43 
miles in 1906, an increase of 160.85 miles. The 1906 figures have 
been revised since the last annual report to include additional 
lines now in the system. The average mileage operated during 
the year ended June 30, 1907, was 9,273.15 miles, an increase of 
120.35 miles, as compared with the preceding year. In addition the 
company has under construction 488.43 miles, which is almost fin- 
ished. The Arizona & California has been extended to Parker, 
Ariz., 106.84 miles from Wickenburg. The Barnwell & Searchlight, 
from Barnwell, Cal., to Searchlight, Nev., 23 miles, has been finished 
and was opened for traffic in April. The Denver, Kansas & Gulf, 
from Kiowa, Kan., via Medicine Lodge to Belvidere, 49.41 miles, 
has been finished. The Sulphur branch from Davis, Ind. T., to 
Sulphur, 9.28 miles, was opened for traffic in August, 1906. The 
Jasper & Eastern has been opened for traffic from Kirbyville, Tex., 
to Cravens, La., about 57 miles. Grading is finished to Oakdale, 
La., and track laying is now in progress; of this 5.35 miles were 
added last year. The Holly & Swink Railway and the Arkansas 
Valley Railroad, which were bought by this company during the 
year, are being extended through the beet sugar district of Arkansas 
valley, Colorado. The new mileage added during the year on these 
lines aggregates about 68.07 miles. On the Pecos & Northern Texas, 
the Canyon City (Tex.) Plainview branch, 57.30 miles, was finished 
and the line opened for traffic in February. On the Eastern Rail- 
way Company of New Mexico, extending from Texico, N. Mex., west 
to Belen, 250 miles are finished, and work is under way on a cut-off 
from Belen to Rio Puerco, N. Mex., 19 miles, which is nearing com- 
pletion. Work is in progress to reduce heavy grades and curvature 
on the line between Texico, N. Mex., and Wellington, Kan.; these 
improvements are being made to obtain a new low grade ‘line, which 
it is expected will be ready for operation by June, 1908, for trans- 
continental freight via Wellington, Texico, Belen and Rio Puerco. 
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This company and the Southern Pacific each has a half ownership 
in the Northwestern Pacific, which is building a line to connect the 
California & Northwestern, of the Southern Pacific, at Willits, Cal., 
with the San Francisco & Northwestern, owned by the Santa Fe, 
to complete a through line from Eureka, Cal., south via Willets to 
San Francisco, about 290 miles. The report states that owing to 
existing conditions, the directors have decided to suspend various 
extension projects, which were under consideration, and to only 
finish improvements already under way. 


BARNWELL & SEARCHLIGHT.—See Atchison, Topeka & Santa Fe. 


Cairo & TENNESSEE River.—General Manager E. C. Weston is 
quoted as saying that work will be started shortly on a section of 
this proposed line from Wickliffe, Ky., east to Hopkinsville, about 
108 miles. The Atlantic & Cairo Construction Company has the con- 
tract for the work. The line is projected east to Newcomb, Tenn., 
about 425 miles. (June 14, p. 878.) 


CHARLOTTE Harsor & NortrHern.—An officer writes that this 
line, which is known as the Boca Grande Route, has finished its line 
from Boca Grande, Fla., north to Arcadia, 53 miles, and is now in 
operation. At Boca Grande there is a deep-water harbor at the 
south end of Gasparilla Island, and extensive dock improvements 
are now under way. Allen Fouts, Second Vice-President and Gen- 
eral Manager, Jacksonville, Fla. (July 26, p. 110.) 


CHESAPEAKE & On10.—The report of this company for the year 
ended June 30, 1907, shows that the 19 miles of second main track, 
mentioned in the last report as being built, has been finished, with 
the exception of 6.4 miles from Norgeva to Diascund. Contracts 
have been let for 91.8 miles additional second track, referred to in 
the same report, except for the section between Concord, Ky., and 
Crooked Creek, on the Cincinnati division, 10.3 miles. The 6.3 
miles between Morrison, Va., and Oriana, on the Richmond division, 
is in operation, and work on the section between Hawk’s Nest, W. 
Va., and Cotton Hill, two miles, and between Maysville, Ky., and Law- 
rence Creek, 5.4 miles is almost finished. Work on the remaining 
67.8 miles, also on the 6.4 miles between Norge and Diascund has 
Leen suspended. A bridge has been built over New river, one mile 
west of Sewell, W. Va., the second main track being continued to 
that point and connection made with the Southside branch, parallel- 
ing the main line to Hawk’s Nest, 11 miles, which has been rebuilt. 
On the Potts Creek branch, building a 20-mile line from Covington, 
Va., south to Potts Creek, 18 miles of track has been laid and 
placed in operation. On the Coal River Railway, in West Virginia, 
22.9 miles has been built and placed in operation, and 16.2 miles 
are under construction. 


Cuicaco & Atton.-—See Warrensburg & Clinton. 


Cuicaco, Burtincton & Quincy.—This company, it is said, is 
making surveys for an extension of the line from Herrin, I1l., west 
to the Ohio river, about 30 miles. 


CuicaGo, INDIANAPOLIS & LouisvittE.—The Indianapolis & Louis- 
ville, recently finished from Victoria, Ind., on the Illinois Central, 
northeast to Wallace Junction, on the main line of the Chicago, 
Indianapolis & Louisville, one mile north of Quincy, about 47 miles, 
is reported opened for freight traffic. At Victoria connection is to 
be made with the eight-mile line already built to the Little Giant 
and Shirley Hill coal mines. (March 15, p. 381.) 


CINCINNATI, HAmiuron & Dayton.—New yards are reported being 
laid out north of Hamilton, Ohio, by this company to have four 
miles of track. 


Coat River.—See Chesapeake & Ohio. 


Cotorapo Roaps (ELecrric).—A company, it is said, is being 
formed in which H. C. Chapman, of New York, is interested, to build 
an electric line from a point on the Denver & Rio Grande either 
at Rifle, Colo., or Newcastle, north via Meeker to Craig, 75 miles. 


CONTINENTAL TUNNEL CoMPANY.—This is the name of the com- 
pany which proposes to build a line (including a tunnel about five 
miles long) from Tolland, Colo., on the Denver, Northwestern & 
Pacific, west to Vasquez, on the same road. It will shorten the 
D., N. W. & P. about 23 miles and lessen the grade, which on the 
existing line is 4 per cent. (See Colorado Roads, October 4, p. 403.) 


DENVER, KANSAS & GuLr.—See Atchison, Topeka & Santa Fe. 


DENVER, NORTH-WESTERN & Paciric.—See Continental Tunnel 
Company. 

EVANSVILLE & TERRE Haute. —This company, it is said, has just 
finished a three-mile belt line to the new South Vincennes, Ind., 
factory district. 

GRAND TRUNK Paciric.—An order, it is said, has been issued 
by H. A. K. Drury, Inspector for the Canadian Railway Commission 
at Winnipeg, authorizing this company to open for freight traffic 
122 miles of its line from Portage la Prairie, Man., west. 

GREAT NORTHERN.—The Vancouver, Victoria & Eastern, it is 
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said, has been finished from Oroville, Wash., northwest to Keremous, 
b. C., 38 miles, and this section is to be placed in operation at 
once. Work is under- way on the next section from Keremous 
northwest to Hedley, 40 miles. (Sept. 27, p. 371.) 

On the Minot division the new line from Berthold, N. Dak., 
northwest has been opened for traffic to Crosby, 80 miles. (Sepi. 
17, p. 307.) 


GRANITE City & East St. Louis TERMINAL RAILWAY COMPANY.— 
This company now operates a seven-mile single-track line for switch- 
ing and other service, connecting the railroads at Granite City, Iil., 
with roads at East St. Louis. (March 15, p. 384.) 


Hotty & Swinx.—See Atchison, Topeka & Santa Fe. 


IniLINoIs CENTRAL.—Work, it is said, is under way on the Yazoo 
& Mississippi Valley relaying the present track from Natchez, Miss., 
northeast to Harrison, 27.8 miles, with 75-lb. rail. 


INDIANAPOLIS & LOUISVILLE.—See Chicago, Indianapolis & Louis- 
ville. 


Iowa Roaps (EtLectric).—Work, it is said, has been started on 
an electric line from Nauvoo, Ill., to Keokuk and Carthage, and 
north from Nauvoo to Fort Madison, a total of about 30 miles. The 
promoters, it is said, have bought the city street lines at Fort Madi- 
son and expect to have the entire line ready for operation next 
spring. The promoters are residents of Nauvoo. 


JASPER & EASTERN.—See Atchison, Topeka & Santa Fe. 


Kansas City & SPRINGFIELD SOUTHERN (ELECTRIC).—An officer 
writes that this company, which was organized some time ago, will 
build a line from Springfield, Mo., northwest 75 miles to Nevada, 
with a south branch to Carthage, 40 miles. W. B. Forsyth, Presi- 
dent, Chicago, Il]. (March 15, p. 385.) 


LAKE SHORE ELEcrric.—This company, operating about 160 miles 
of electric lines in Ohio, has recently opened a new line from San- 
dusky west via Vickery to Fremont, 29 miles. Through trains are 
now operated between Cleveland and Toledo via Sandusky, Vickery 
and Fremont; also by the old route via Norwalk and Fremont. 


Minco & MoNONGAHELA.—Incorporated in Pennsylvania with 
$120,000 capital to build a 12-mile line from a connection with the 
Wheeling, Pittsburg & Baltimore branch of the Baltimore & Ohio, 
about 700 ft. west of Thomas tunnel, to a connection with the 
Pittsburgh, Virginia & Charleston branch of the Pennsylvania, 
1,000 ft. southeast of Mingo creek crossing. S. J. Jones, President; 
P. Moran, D. Thompson, R. H. Robinson, J. H. Gamble, and Wm. G. 
Parkinson are directors. 


MINNEAPOLIS, St. Paut, RocHester & DuBuQUE (ELEcTRIC).—In- 
corporated in Maine, with $25,000,000 capital, to build electric 
lines in Minnesota and Iowa. E. W. Freeman, President, Portland, 
Me., and M. H. Bontell, Secretary, Minneapolis, Minn. 


New York, New Haven & Hartrorp.—The report of this com- 
pany for the year ended June 30, 1907, which is reviewed elsewhere 
in this issue, shows that the six-track construction of the Harlem 
River-New Rochelle branch is well under way; part is to be opened 
for service this year. The new four-track bridge over the Housa- 
tonic river at Naugatuck Junction has been put in service, com- 
pieting the four-track system on the New York division. The second 
track from South Braintree, Mass., to Whitman, 10.6 miles, has been 
put in service; also the second track extension from Nantasket 
Junction to Cohasset. Satisfactory progress has been made on the 
second-track work between Seymour, Conn., and Waterbury, about 
fcur miles of which is finished from Pines Bridge north. The rest 
of the work is expected to be finished this year. All bridges over 
and under grade crossings in Waterbury, Conn., have been finished 
except the bridge over the freight yard approach. The new freight 
yard at Waterbury is about finished, and contracts have been let 
for a new passenger station, as well as an engine house and storage 
tracks. During the present year the second-track on the Highland 
division, between Danbury, Conn., and Hawleyville, is expected to 
be placed in operation. On the same division between Waterbury, 
Conn., and Bristol, second-track work is under way; of this about 
nine miles from Waterbury to Terryville Summit, is expected to be 
put in operation early next year, and the rest to be finished before 
the close of that year. Improvements have been made in the yard 
and freight facilities at Hartford, Conn. The new double-track line 
from Needham, Mass., to West Roxbury, 4.5 miles, has been put in 
operation. Work is still under way on the New Haven cut. This 
great improvement is to be finished by next January. New shops 
have been built at Readville, Mass., and are now in operation. Work 
on the double-track connecting line from the main line station at 
Providence, R. I., under the river to East Providence, 2.70 miles, 
including a tunnel ‘about two miles long, has been continued. The 
portals of both headings have advanced about 2,100 ft., leaving 
about 2,900 ft. between headings in the tunnel yet to be bored. 
At Attleboro 11 grade crossings were eliminated, four tracks have 
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been put in, and a new passenger station is nearly finished. The 
new Scherzer double-track lift bridge over the Connecticut river at 
Lyme, Mass., is now in service. Considerable work has been done 
during the year renewing bridges to permit operation of heavier 
rolling stock, depressing tracks and raising overhead bridges. Twenty- 
two grade crossings have been eliminated in Connecticut, four in 
Massachusetts, and one in New York. Work has been begun in 
Boston eliminating the Dudley street grade crossings, and is near- 
ing completion. The elimination of nine highway crossings at New 
Bedford, Mass., is expected to be finished in about a year. A new 
engine house and freight yard are to be built here. The grade 
crossing elimination work at Main street, East Hartford, is nearly 
finished. 

NorroLk & SouTHERN.—The Eastern district of the Raleigh di- 
vision has been extended from Farmville, N. C., west to Wilson, 23 
miles. 

NortTHERN Daxora.—Incorporated in North Dakota to build a 
line from Edinburg, N. Dak., on the Great Northern northeast to 
the works of the Pembina cement mines, about 21 miles. The office 
of the company is at Grand Forks. Thomas Campbell, President; 
E. Thorwaldson, Vice-President, and D. Bull, Secretary and 
Treasurer. 

NortrHERN ELectric.—See Northern Electric of California. 


NORTHERN ELECTRIC OF CALIFORNIA.—This company has been in- 
corporated in California, with $25,000,000 capital, to take over the 
property of the Northern Electric Company, operating an electric 
line from Chico, Cal., south via Oroville to Sacramento, 105 miles, 
and to buy the Shasta Southern, operating a line from Chico west 
to Hamilton City, in Glen county, 18 miles. It is the intention of 
the new owners to extend the line north from Chico via Red Bluff 
to Reading, 76 miles, and southeast from Sacramento to Folsom 
City, 26 miles; also from Sacramento via Woodland north to Hamil- 
ion, 108 miles, with a branch from Colusa east to Yuba City, 30 
miles. R. Augustus Bray is President of the new company; W. Ma- 
ginnis, Treasurer, and Curtis Hillyer, Francis C. Van Diense, Martin 
S. Washburn, Henry C. Mack and Charles Elsey, Directors. 


NORTHWESTERN Paciric.—See Atchison, Topeka & Santa Fe. 


OMAHA & NEBRASKA CENTRAL (ELECTRIC).—This company, which 
was organized some time ago, will soon start work on its proposed 
line from Omaha, Neb., southwest to Hastings, 159 miles. (March 15, 
p. 389.) 

Pecos & NorRTHERN TEXAS.—See Atchison, Topeka & Santa Fe. 


PENNSYLVANIA.—The Millsboro branch on the Monongahela di- 
vision from West Brownsville Junction, Pa., southwest to Millsboro, 
11.1 miles, was opened for passenger traffic September 2. 

Plans, it is said, are being made by this company for improve- 
ments to its yards and tracks at Uniontown, Pa., to cost about 
$100,000. 

PENNSYLVANIA Roaps.—It is reported in Pittsburgh that H. C. 
Frick and other local capitalists will build elevated, subway and 
surface lines to connect Pittsburgh with Wilkinsburg, East Pitts- 
burgh, Braddock and McKeesport. 


Potts CrEEK.—See Chesapeake & Ohio. 


QueBEc & LAKE Sr. Joun.—D. B. Hanna, President of this com- 
pany, is reported as saying that the branch from La Tuque Junction, 
Que., to La Tuque Falls, 40 miles, is almost finished, and as soon as 
the government inspection is made, the line is to be opened for 
traffic. (March 15, p. 396.) 


ROGERS SOUTHWESTERN (HLECTRIC).—This company, which is 
building an electric line from Siloam Springs, Ark., northeast via 
Rogers to Eureka Springs, 50 miles, has the first 27 miles from 
Siloam Springs finished. Surveys are now being made on the 
northern end of the line. When this work is finished a line is to 
be built from a point seven miles southwest of Eureka Springs south 
to Huntsville, 22 miles. (March 15, p. 390.) 


St. JoserH Vatitey.—-An officer writes that this road has been 
opened for business from Angola, Ind., west via Crooked Lake, Lake 
Cage, Oreland and Mongo to La Grange, 26 miles. 


St. Louis & San Francisco.—Work is reported under way on 
the branch between Arcadia, Kan., and Cherryvale, changing the 
alinement and bridges, and putting in heavier rails. The company, 
it is said, has also made surveys for a cut-off from Minden, Mo., 
northeast 10 miles to Iantha, on which work is soon to be begun. 


St. Louis, BARTLESVILLE & Paciric.—This company, which was 
incorporated some time ago to build a line from Joplin, Mo., west 
to Pond Creek, Okla., about 240 miles, has been granted a bonus 
of $20,000 by residents of that place, and expects to begin grading 
work about the first of next month. (March 15, p. 391.) 


SHASTA SOUTHERN,—See Northern Electric of California. 








fe rhee reas 2 P 


Fores te Fat oF ee 


Ce) 


436 om THE RAILROAD GAZETTE. 


SoOUTHERN.—The Greenville, Elizabeth & Kergs Mill branch of 
this road has been extended from Wolfs Mill, Miss., 6.6 miles east 
to Kergs Mill. : 


STEPHENVILLE NortrH & SoutH Texas.—An officer writes that 
this company, which is building a line from Stephenville, Tex., 
south via Alexander and Carlton to Hamilton, 44 miles, is now in 
operation between Stephenville and Carlton, 24 miles, and has track 
laid on nine miles additional. The grading is being done by Read 
Bros. & Montgomery, of Stephenville, and the Wisconsin Bridge & 
Iron Company, of Milwaukee, is putting up two steel bridges; one 
100-ft. long and the other 125 ft. The line will have maximum 
grades of 1 per cent. with maximum curvature of 4 deg. (Sept. 13, 
p. 308.) 


TEXAS Roaps (ELectric).—Residents of Greenville, Tex., are 
organizing a company to build a line from that place via Wolfe City 
to Bonham, 50 miles. 


TREMONT & GuLF.—This company has extended its road from 
Dodson, La., south to Winnfield, about 10 miles. 


Union Paciric.—This company, it is said, is planning to build 
a line from Wamsutter, Wyo., south to Craig, Colo., about 90 miles. 


VANCOUVER, VictoRIA & EASTERN.—See Great Northern. 


VircInta Air Line.—An officer writes that contracts have been 
let to J. N. H. Hornell & Co. for building part of this proposed line 
from Lindsay, Va., on the main line of the Chesapeake & Ohio, 
south to Bremo, on the James River division of the same road. 
Additional contracts are to be let about the first of November. 
Maximum grades will be 1 per cent. and maximum curvature 6 deg. 
compensated. Contracts have been let for two steel bridges aggre- 
gating about 360 ft. T. O. Troy, President, and W. Washabaugh, 
Chief Engineer, Charlottesville, Va. (Sept. 27, p. 371.) 


WARRENSBURG & CLINYON.—Surveys are reported under way by 
this company for a line from Higginsville, Mo., on the Chicago & 
Alton and the Missouri Pacific, south via Warrensburg to Clinton, 50 
miles. Captain M. L. Belt, Higginsville, is promoting the project. It 
is thought that when built the line will be turned over to the Chicago 
& Alton. 


Yazoo & MISSISSIPPI VALLEY.—See Illinois Central. 
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Boston & New York Arr Line.—See New York, New Haven & 
Hartford. 


Brooktyn Rapip Transit.—Gross earnings for the year ended June 
30, 1907, were $19,381,587, an increase of $908,259; net earnings, 
$7,915,882, a decrease of $116,068. Out of net income there was 
appropriated $442,063 for betterments and additions, a decrease 
of $138,279; the surplus for the year was $2,002,598, a decrease 
of $160,011. 


BuFFaLo, RocHester & PirrspurcH.—C. C. Harrison, Jr., & Co., 
Philadelphia, are offering, at a price to net 5.35 per cent., part 
of an authorized issue of $3,000,000 4%4 per cent. equipment 
trust bonds dated April 1, 1907. There is $2,100,000 of this 
issue outstanding. 


CANADIAN Paciric.—At the annual meeting the stockholders adopted 
a resolution authorizing the lease of the St. Marys & Western 
Ontario, which is under construction from Embro, Ont., to 
Sarnia, via St. Marys. 


DENVER & Rio GRANDE.—The San Pete Valley, which runs from 
Nephi, Utah, to Morrison, 51 miles, has been sold to Gould in- 
terests and is now a part of the Denver & Rio Grande. The 
Sterling Coal & Coke Co. and the quarries at Mt. Nebo, to 
which a branch line runs, are included. The San Pete Valley 
has $510,000 stock and $815,000 bonds. 


Erir.—The annual report shows that a contract has been made with 
the Hudson & Manhattan, giving the Erie trackage rights 
through the tunnels now being built and to be built under the 
Hudson river, as well as terminal facilities in New York. The 
contract is to become effective as soon as the tunnels are in 
operation. The Erie has extended for 16 years, from July 1, 
1916, its contract with Wells, Fargo & Co. for handling express 
business on the road. 


Great NortHern.—An extra dividend of 1% per cent. will be paid 
on November 1, at the same time that the regular quarterly 
dividend of 1% per cent. will be paid. The extra dividend is 
paid by the Lake Superior Co., which owns Great Northern prop- 
erties other than steam railroads. The Lake Superior Co. form- 
erly held the ore lands which were leased to the United States 
Steel Corporation and turned over to a board of trustees last 
fall, The present extra dividend is paid out of surplus derived 
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from the earnings of other subsidiary companies or from the 
working of the ore lands previous to the above lease. 


Gute & Suie Istanp.—Gross earnings for the year ended June 30, 
1907, were $2,485,949, an increase of $347,171; net earnings, 
$601,991, a decrease of $79,676; surplus, $317,472, a decrease of 
$83,803. 

Hocking VaLLEy.—The time for the deposit of the stock of the 
Hocking Valley and of the Kanawha & Michigan under the 
plan for the consolidation of the two companies has been ex- 
tended to March 1, 1908. (May 24, page 728.) 


Hupvson & MANnHATTYAN.—See Erie. 
KANAWHA & Micuican.—See Hocking Valley. 


New York, New Haven & Hartrorp.—The following table, taken 
from the annual report for the last fiscal year, shows the out- 
standing debentures of the company, including those of merged 
lines whose debentures have been assumed by the New Haven. 
Nearly all of the securities, excepting the convertible debentures 
and some of the debentures of subsidiary companies, have been 
issued within the last three years. The amounts outstanding 
are all in the hands of the public except for $1,766,000 Nauga- 
tuck Railroad debentures and $2,700 of the convertible de- 
bentures. 


Total Date of 
Outstanding. Maturity. 
Convertible 31 er cent. debenture certifi- im 
po z at A % - ren eG Aree 011,678,00040 jon ate Lae 
. i R ture certificates 66 x pi. 2 
Convertible 4 per cent. deben ec 5,096'900.00 a atte 


Non-convertible 4 per cent. debentures.... 
Non-convertible 4 per cent, debentures.... 


1 

1 
5,000,000.00 Mch, 1, 1047 
Non-convertible 34% per cent. debentures. 1 


5,000,000.00 Meh, 


Non-convertible 344 per cent. debentures. 10,000,000.00 Apr. 1, 1964 
Non-convertible 4 per cent. debenture8.... — 15,000,000.00 July 1, 1955 
Non-convertible 4 per cent. debentures.... 15,000,000.00 May 1, 1956 


Naugatuck R.R. 8% per cent. debentures. 2,000,000.00 Oct. 1, 1930 
Par value of warrants for convertible 81% is 

per cent. debenture certificates......... 18,421,100.00 Jan. od? 1956 
Two-year 4% per cent. debenture notes... 600,000.00 Oct. 20, 1908 
Two-year 54% per cent, debenture notes.. 1,260,000.00 Nov. 15, 1908 
T'wo-year 5 per cent. debenture notes...... 500,000.00 Nov. 15, 1908 
Two-year 514 per cent. debenture notes... 100,000.00 Nov, 19, 1908 
Two-year 5 per cent. debenture notes..... 2,000,000.00 Nov. 22, 1908 
Two-year 5 per cent. debenture notes...... 500,000.00 Nov. 27, 1908 
Two-year 5 per cent. debenture notes.... 370,000.00 Dec. 1, 1908 
Two-year 5 per cent, debenture notes..... 300,000.00 Dec. 5, 1908 
Two-year 5 per cent. debenture notes..... 200,000.00 Dee, 7, 1908 
Two-year 514 per cent. debenture notes... 50,000.00 Dec. 11, 1908 
Two-year 5 per cent. debenture notes..... 400,000.00 Dec. 11, 1908 
Two-year 5 per cent. debenture notes..... 400,000.00 Dec. 14, 13908 
Two-year 5 per cent. debenture notes..... 
Two-year 5 per cent. debenture notes..... 
Two-year 5 per cent. debenture notes..... 
Two-year 5 per cent. debenture notes.... 
Two-year 5 per cent. debenture notes..... 
Two-year 5 per cent. debenture notes..... 1,500,000.00 Jan. 9, 1909 
Three-year 5 per cent. debenture notes.... 3,500,000.00 Jan. 9, 1910 
Three-year 5 per cent. debenture notes... 50,000.00 Jan. 10,1910 
Four-year 5 per cent. debenture notes..-- = 2,150,000.00 Jan. 9, 1911 
Five-year 5 per cent. debenture notes.... 300,000.00 Jan. 1. 2 
Five-year 5 per cent. debenture notes..... 6,400,000.00 Jan. 9, 1912 
Hartford Street Railway Co. | é 

41% per cent debentures, series N.....-- 145,000.00 Jan. 

4 per cent. debentures, series M......- 165,000.00 Jan. 
4,354,000.00 July 


250,000.00 Dec. 21, 1908 
200,000.00 Dec, 22, 1908 
250,000.00 Dec. 24, 1908 
450,000.00 Dec. 29, 1908 
500,000.00 Dec. 31, 1908 


1 

1 
Consolidated Railway Co. 

4 per cent. 1954 debentures........--- 1 

4 per cent, 1955 Gebentures......cse2ee- 2,350,000.00 Jan. 1, 1955 

4 per cent. 1956 debentures........--- 2'108,000.00 Jan. 1 * 

4 per cent. 1955 debentures........--- 1,341,000.00 Apr. 1 
3 per cent., 3% per cent. and 4 per cent. 

DSO AIOE NIO ON S655 oie 0.00: bos g0ae oA wes 10 8G, 6 1,000,000.00 Feb, 1 
Wnropean 168n “Of TOUT ws cis360 cc ccc 27,985,000.00 Apr. 1 

$148,734,100.00 
Kidder, Peabody & Co., Boston, are offering at 97 and in- 

terest $1,000,000 4 per cent. bonds of 1955, being part of an 
authorized issue of $5,000,000, of the Boston & New York Air 
Line, guaranteed principal and interest by the New York, New 
Haven & Hartford. The New Haven bought the road, which 
runs from New Haven, Conn., to Willimantic, 52 miles, last year. 


NorrotkK & SOUTHERN.—A special meeting of the stockholders has 
been called for October 23, to create an issue of $25,000,000 
5 per cent., first and refunding mortgage bonds and also some 
equipment trust notes. The stockholders will also act on a 
plan for the sale of additional common and preferred stock and 
of the new bonds and notes. It is said that arrangements for 
placing part of the new issues are being made with Edward 
Sweet & Co., as managers of a syndicate. 


St. Marys & Western Ontario.—See Canadian Pacific. 
San Pete VaLtEy.—See Denver & Rio Grande. 


Union Paciric.—The surpius after dividends on the preferred stock, 
for the year ended June 30, 1907, was $32,350,439, which is 
equal to 16.5 per cent. on the common stock. This figure does 
not include $2,015,962 due from the Atchison, Topeka & Santa 
Fe, the Baltimore & Ohio and the Illinois Central. Including 
this, the amount would eaual 17.6 per cent. on the common 
“tock, 


WESTERN MaryLanp.—This company has sold to John T. McGraw, 
Grafton, W. Va., its coal plant at Simpson, W. Va., and 3,000 
acres of coal lands, 















































ANNUAL REPORTS. 


NEW YORK, NEW HAVEN & HARTFORD RAILROAD COMPANY—THIRTY-SIXTH YEAR. 


In accordance with the By-Laws of the New York, New Haven & Hart- 
ford Railroad Company, the Board of Directors have caused to be prepared 
a general statement of its affairs for the year ending June 30, 1907, as 
follows: 

For Twelve Months, July 1, 1906, to June 30, 1907, Inclusive. 














Earnings: From passenger department......... $26,758,929.06 
Fr iam freight department..........-+.++54- 28,386,704.38 
WRN ROMER? ooucc ln Si cincelarcteo ss icivie Ss cmiemseigies 402,398.26 
From telegraph receipts ........e.e+eeeeee 53, 904.62 
Total gross earnings from operation...........+++2++5 .. «$55, 661,936.32 
Less operating expenses (68.073 per cent.).......+eeeeeeeeee 37,850, ’081.71 
Net earnings, steam railroad...........e eee eeeeerenes $17,751,854.61 
Net earnings, street railWayS ......--.e cece ee eee eee eee eeee oer oe 
Net earnings, steamship ME rn oe Na a Rar cetera men eeae 635,127.22 
Total net CarningS .......ccccccecccccrcsecvcccccecs $22, 002,881. 52 


Add income from other sources: 
Interest and dividends on investments .. 
Miscellaneous income 


. $1,925,287.58 
152,586.78 
— $2,077,874.36 








Voth INCOME 26550204. 0 ate eiee eee he eu ae age meets $24,080, 755. 88 


nenggieee from income: 
xe 


ope RT 


Rental of leased lines (Exhibit L)......... 604,846.10 
Int. on bonds, debentures and other liabilities 5,732, 742.61 


Miscellaneous charges .....-ccccccccscecs 


7,889.54 
$15,187,714.18 
$8,893,041.70 


Total deductions from income 





Nat INCOME Sk cede ca Seedeceresea we deen aoeiees 
Dividends : is 

No. 108—2 per cent. on $83,537,100.00 = $1,670,742.00 

No. 2 per cent. on 83,584,600.00 = 1,671,692.00 

No. 110—2 per cent. on 84,471.600.00 = 1,689,432.00 

No. 111—2 per cent. on 121,878,100.00 = 2:437, 562.00 


"$7,469,428.00 
564,440.00 


Less dividends on stock of subsidiary cos.. $6,904,988.00 








Surplus net income of all lines for the year carried to profit and 


oss account $1,988,053.70 


While the gross earnings show an increase of about 5 per cent. over 
the previous year the operating expenses increased about 7 per cent., due 
to a large increase in wages and in the cost of nearly every class of material 
necessary in the operation of the property, and to an increase of 25 per 
cent. in the per diem rate for the use of freight cars. 

The six-track construction of the Harlem River & Port Chester Railroad 
has been continued. A portion of the line will be ready for service during 
the present year. 

The new four-track bridge over the Housatonic River at Naugatuck 
Junction with a four-track Scherzer rolling lift draw, with new signal towers, 
etc., has been put in service during the year, thus completing the four tracks 
from South Mount Vernon to New Haven. 

The extension of the second track from South Braintree to Whitman, 
Mass., a distance of 10.6 miles, has been completed and put into service. 

The extension of the second track from Nantasket Junction to Cohasset 
has been completed and put in service. 

The second track construction between Seymour and Waterbury has 
progressed satisfactorily, having been completed from Pines Bridge north, a 
distance of about four miles. The remainder of the work is estimated to 
be completed by the end of the present year. 

All bridges for abolishing grade crossings in Waterbury have been 
completed except the new bridge for the freight yard approach. The old 
freight house has been removed and the business moved to the new. The 
new freight yard is practically completed. Contract has been awarded for 
the new passenger station. ‘The whole work planned, including the new 
passenger station, engine house, and storage tracks, should be completed dur- 
ing the year 1908. 

The construction of second track between Danbury and Hawleyville has 
progressed satisfactorily, and it is estimated the work will be completed 
during the present year. 

The changes in yard and freight facilities at Hartford have progressed. 
The new double track abutments and bridge across State street and the 
Valley branch to replace single-track structure, have been completed. The 
new State street passenger station has been put in service and additions have 
been made to the Morgan Street freight yard. The completion of the whole 
work is delayed waiting the completion of other work being done by the 
Connecticut River Bridge and Highway district. 

The second track construction on the Highland division between 
Waterbury and Bristol, has been prosecuted, but not very rapidly. ‘The 
double track between Waterbury and Terryville Summit, nine miles, should 
be ready for service early in 1908. From Terryville Summit to Bristol, 
which includes the tunnel section, the work will probably not be completea 
before the close of the year 1908. 

The new double-track line between Needham and West Roxbury, Mass., 
a distance of 4.5 miles, was completed and put into operation in November, 
1906. 

The work of providing additional tracks and widening the cut through 
the city of New Haven has been actively prosecuted, and will be practically 
completed and the new tracks in service by January, 1908, 


The construction of the new locomotive repair shop at Readville has 
been completed. This work includes a new locomotive shop 150 ft. by 900 ft., 
complete with machinery and cranes, new blacksmith shop 80 ft. by 354 ft., 
complete with forges, machinery, etc., tire house, iron house, scrap bins, etc. 
The shops are now in operation. 

The construction of the double-track connecting line in Providence, in- 
cluding tunnel, has continued. Work was begun at the east end of the 
tunnel in April, 1906, and at the west end in July, 1906. Owing to adverse 
circumstances and difficult conditions encountered, and time consumed in 
installation of necessary plants, the work was not vigorously under way 
before the fall of 1906. Since that time the work has been prosecuted on 
both ends of the tunnel with double shifts, day and night. At the close 
of the fiscal year the advance of the portals of both headings was about 
2,100 ft., leaving a distance of 2,900 ft. under the hill between headings. 
At the present rate of progress, it is estimated that the headings will meet 
in September, 1908, and the tunnel be completed two or three months later. 
It is expected the balance of the construction, including the drawbridge over 
the Seekonk river, will be ready for service by the time the tunnel is, 

The elimination of grade crossings in Attleboro, Mass., closing 11 high- 
way crossings at grade, and the construction of four tracks, has been com- 
pleted, the number of crossings eliminated being included in those reported 
for the year ending June 30, 1906. 

The new Scherzer double-track lift bridge over the Connecticut river at 
Lyme has been completed and is in service. 

Extensive work has been done during the year in renewing bridges to 
permit operation of heavier locomotives and in depressing tracks and raising 
overhead bridges to give more clearance for the same, to enable increased 
train loads. ‘The main lines between New York and Boston and between 
New Haven and Springfield will be ready for such service within the cal- 
endar year. 

Grade crossings in the various states were eliminated as follows: 


CRI «cadence devecdcecarenigedvaaeweeewadwandda 22 
Dr as ceCoeccd dan eae cee beneesenedevecdnacacadunes 1 
IE oa i areca cecnteuans $s beus kanes aaunkeedaneewas 4 


The electrification of the New York division between Woodlawn and 
Stamford has been practically completed, and electric service has been in- 
augurated for local trains between New York and New Rochelle, and New 
York and Port Chester. The complete change from steam to electric vruc- 
tion for all our passenger service on this section of our line should be made 
effective during the month of October, 1907. 

New passenger stations or increased facilities have been provided dur- 
ing the year at Rockland, Westport, Stepney, Lyman Viaduct, Monument 
Beach, Lyme, Taunton, Stamford, Putnam, Ashcroft, Attleboro and at Colum- 
bus Avenue, Mt. Vernon. 

Work is in progress and will be completed during the coming year on 
new passenger stations or increased facilities at Oakville, New Milford, East 
Taunton, Dudley street Boston, Bournetown and Pelham. 

New freight houses or increased freight facilities have been provided 
during the year at Massachusetts avenue yard Boston, Danbury, Mystic, 
Centreville, Pomfret, Housatonic, Stamford, Brewster, East Walpole, Fargo 
street Boston, Lowell, and a 35-ton electric traveling crane has been installed 
in the freight yard at Boston. 

Work is in progress and will be completed on new freight houses or 
increased freight facilities at Fairmount, East Bridgeport, Lee, New Milford, 
Greenwich, Bridgeport, Woonsocket, Bournetown and Centerdale. 

A new coal discharging plant has been constructed at South Boston. 
This includes a wharf 40 ft. by 500 ft. and a new coaling plant with two 
hoisting towers having a capacity of 13,300 tons. 

Additional coaling facilities have been provided at the Shop dock, New 
Haven. 

The Dover Street coaling plant in South Boston was destroyed by fire, 
and the work of rebuilding same is in progress. 

New 75-ft. turntables have been installed at New Haven and South 
Boston, and an 80-ft. turntable has been constructed at Providence. 

A 60-cycle, 2,300 voit; A. C. lighting plant has been constructed at 
South Boston, and at Danbury an electric lighting plant is in progress of 
construction. At Berlin an increase in the capacity of the power station 
by 1,500 k.w. has been authorized. 

At Housatonic an improvement in the alignment has been made and 
grade crossings eliminated. 

The elimination of the Dudley street grade crossing in the city of Bos- 
ton, including four-track masonry, has been commenced. The grade cross- 
ing has been discontinued and the work is nearing completion. 

The elimination of grade crossings at New Bedford, including nine 
highway crossings, has been commenced during the year and will be com- 
pleted about October, 1908. A new engine house and freight yard improve- 
ment at the same point is also under way. 

Work was commenced in December on the elimination of grade cross- 
ings at Main street, East Hartford, and is nearing completion. 

Improvements and additions to interlocking and signaling have been 
made at Marlboro Junction, Slades Ferry drawbridge, Fall River, Boston to 
Harrison Square, South Braintree, and between East Hartford and Vernon. 
Improvements are under way at Putnam and between Harrison Square and 
Mattapan. 

Improvements and additions to water stations have been made at East 
Hartford, Stonington, Simsbury and Southington, 

In addition to the work above mentioned, bridges have been strengthened 


two 





438 


for heavier engines between Taunton and New Bedford, and such work is 
Concord 


now in progress between Wateibury and Winsted, and between 
Junction and Lowell. 


A new double-track steel swing drawbridge on stone masonry piers is 
being constructed across the Taunton River at Somerset. 

A new steel bridge has been constructed across the Housatonic river at 
Sandy Hook, on the Highland division. 

A new double-track roller lift drawbridge is 
the Niantic river at Niantic, and is about 50 per cent. completed. 

The long trestle between Saybrook Point and Fenwick is being partially 
filled and a portion of the same rebuilt. 


being constructed across 


A new four-track steel bridge with rolling lift has been constructed 
over the Neponset river in Boston, Mass. 


The line between Middletown and Meriden, and between Westfield, Conn., 
and Berlin, has been electrified, and electric passenger service has been 
substituted for Passenger service by steam. 

The Shore Line Division between Tafts and Central 
electrified, permitting continuous operation of electric cars between Worcester 


Village has been 


and New London. 
The electrification of the line between East Hartford, Vernon and Mel- 


rose is nearing completion. 

Contracts for the following new equipment have been made, deliveries 
under which are in progress: 
650 steel flat cars 

steel towing stcamer 
160 open electric cars 
202 closed electric cars 
4 electric express cars 


2 locomotives 

> electric locomotives 

4 parlor vars 

4 standing sleeping cars 

2 compartment sleeping cars 
4 

4 

1 





composite cars 28 electric snowplows and mis- 
dining cars ecellaneous cars : 
observation cars 1 passenger steamer for Fail 


River Line 
3 steam lighters 
barges 


500 
HOO 


passenger coaches 
refrigerator cars 


11,300 steel underframe box cars 13 covered 
4,500 steel gondola cars 5 open barges. 


Since the last annual meeting 85,120 additional shares of the capital 
stock of your company have been issued at $20U a share in exchange for 4 
per cent. debentures of the Consolidated Railway Company at par, This 
retired $17,042,000 of indebtedness by the creation of additional capital 
stock of the par value of $8,521,000. 

The merger of the New York, New Haven & Hartford Railroad Com- 
pany with the Consolidated Railway Company on May 31, 1907, further 
added 300,000 shares of capital stock, making the total issued capital stock 
of your company on June 30, 1907, 1,218,781 shares, of which 247,977 
shares are held in the treasury of subordinate companies whose capital 
stock is all owned by your company. 

On account of improvements authorized and additional equipment con- 
tracted for, the company has issued and solid its debentures maturing In 
one, two, three, four and five years to the amount of $25,170,000, and 
has also negotiated through New York bankers a European loan to the 
amount of 145,000,000 French francs on debentures bearing 4 per cent. 
interest and maturing on April 1, 1922. To furnish the further funds 
needed to meet the payments maturing upon contracts for such necessary 
improvements and equipment required to efficiently handle the business now 
offering and to maintain a reasonable margin for future needs, the directors 
recommend that the stockholders of record December 2, 1907, be offered 
the right to subscribe at $125 a share to additional stock in the proportion 
of one share of new stock for each four shares of old, and that this right 
be extended to the holders of the convertible debenture cer- 
tificates dated January 1, 1906, proportionate to their rights as future 
stockholders; payments to be required on such subscriptions at the rate of 
25 per cent. on Juiy 1, 1908; 25 per cent. 
on January 1, 1909, and 25 per cent. on July 1, 1909, with the option to 
the subscriber to pay in full on January 1, 1908, or on any other of the 
dates mentioned, any balance due. Interest to be allowed at the rate of 
5 per cent. per annum on partial payments until stock is issued. 

The properties of the Connecticut Railway & Lighting Company, con- 
sisting of 193.48 miles of urban and interurban electric lines operating in 
territory contiguous to your company’s electric railways, and of numerous 
gas and electric lighting plants, all located within the state of Con- 
necticut, were acquired by lease for 999 years at a varying rental from 
August 1, 1906, to August 1, 1914, and at a fixed rental thereafter. At the 
same time, purchases were made of the stock of the Meriden, Southington 
& Compounce Tramway Company, of the New Milford Power Company, of 
the Housatonic Power Company and of the and securities of the 
Rhode Island Securities Company. 

The Rhode Island Securities Company is the sole owner of the stock 
of the Rhode Island company, which Controls through leases 295 miles 
of electric railways situated in the cities of Providence and Pawtucket and 
adjacent territory in the state of Rhode Island, which feed and supplement 
your lines in that vicinity. 

The purchase of the stock of the Rhode Island Securities Company was 
made with an issue of 4 per cent, 50-year debentures dated May 1, 1907, 
to the amount of $19,911,000 of the Providence Securities Company (a com- 
pany whose capital stock is owned wholly by your company), which, in con- 
sideration of such ownership, guaranteed said issue of debentures as to 
principal and interest. 

It is believed these properties in themselves will eventually become a 
source of profit, though a deficit in the returns from their operation was 
estimated to result for a short term immediately following their acquisition. 
Their control was important to the protection and growth of other proper- 
ties in which your company was largely interested, and the increased value 
of these properties should more than offset any direct loss occurring. 

As indicated in the last general statement on November 1, 1906, a 
maximum passenger rate of two cents a mile figured in multiples of five, 
became effective on the entire road, 

From July 1, 1907, the per diem rate for the use of freight cars was 
increased from 25 to 50 cents a car. This increase of 100 per cent. follow- 


company's 


25 per cent, on January 1, 1908; 


city 


stock 


ing an increase of 25 per cent. effective only 12 months previously, meant 
so’ serious an additional charge upon our income, estimated at one million 
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dollars per annum, and in territory where the law imposes such restrictions 
as render us powerless to adopt any measure of protection, impelled us to 
protest against so unreasonable a charge. 

Failing in having this protest respected, or in securing any reasonable 
measure of relief, the necessary notice, effective October 1, 1907, has been 
given of our withdrawal from the agreement governing such interchange. 

The following lines have been merged, effective upon the dates named, 
and their outstanding obligations have been assumed and are included in 
this year's balance sheet: 

The Providence Terminal Company, Dec. 29, 1906. 

Boston & New York Air Line R. R. Company, Jan. 

Manufacturers’ Railroad Company, April 50, 1907. ~ 

The Torrington & Winchester Street Railway Company, June 28, 1907. 

The Meriden, Southington & Compounce Tramway Company, June 28, 
1907. 

Pawtuxet Valley Railroad Company, April 16, 1907. , 

The Waterbury & Pomperaug Valley Railway Company, April 


30, 1907. 


22, 1907. 


The balance sheet presented with this report is one made up by a 
consolidation of the balance sheets of all the companies controlled in the 
interest of your company through the ownership of all or a majority of 
their capital stocks, excepting only the New York, Ontario & Western and 
the Central New England Railway Companies (no obligations having been 
assumed by your company in connection with those properties other than 
our investment in their securities), thereby presenting for your considera- 
tion a complete statement of all the assets and liabilities of your company, 
whether resulting directly or through the intermediary of other companies 
or individuals. 

For simplification of operation and that the accounts of our operating 
results may be intelligibly compared with those of other companies not 
operating similar properties, the street railways, electric lighting, gas and 
water supply companies in Connecticut owned and controlled by your com- 
pany, have been since June 1, 1907, operated under a contract by the 
Connecticut Company, all of whose capital stock is owned by your com- 
pany, which provides for the payment monthly of all the net earnings, 
which results are shown in the Income Account and not included in either 
the gross earnings or operating expenses of the railroad company. 

For similar reasons the steamship lines have been since June 1, 1907, 
operated under a contract with the New England Steamship Company, all 
of whose capital stock is owned by your company, and the results treated 
in like manner. 

CENTRAL NEW ENGLAND RAILWAY COMPANY. 
Income Account, Year Ending June 30, 1907. 


Gross earnings from operation - $2,153,866.54 
» 








ee at OC | a aa Rtas rarer rar srer tn 2,584,413.46 

Operating deficit ....... 431,046.92 

Deduct income from other sou 50,547.67 

COTS cl | Sa a a a Seer re 380,499.25 

Taxes and fixed charges : 

co IER Oe Rs SS EAP EA me ae Pe rR $56,879.67 
RNOREO [OE BORGO TABOO 5c ccc re dcasnnases 106,828.84 
Interest on bonds and other liabilities....... 108,360.96 

—_——_———— $267,069.47 

ENOL ONOLT HOP AFOOT 55 cay sinc: gessore a a inie-w clea vee waueraerace ce $647,568.72 


The operating expenses include expenditures during the year for re- 
building and strengthening the Poughkeepsie bridge. 

The Newburgh, Dutchess & Connecticut Railway Company, the Dutchess 
County Railroad Company, the Poughkeepsie Bridge Railroad Company, and 
the Poughkeepsie & Eastern Railway Company were merged with the Cen- 
tral New England Railway Company on June 25, 1907, and their outstanding 
obligations assumed. As a result of these mergers the capital stock of the 
Central New England Railway Company and the ownership thereof by the 
New York, New Haven & Hartford Railroad Company are summarized below: 


Owned by Owned 








_. ‘Potal. N.H. & H. R.R. by others. 
Preferred stock «66.0000 + xe 0s $d, 100 0G00 382,876.50 $367,123.50 








4,.800,000.00 





Common stock .394,795.38 405,204.62 


$772,828.12 


Ere eee $8,550,000.00 





Total stock 


Cc. N. E. 1st mort, 5 per et. bonds.$1,250,000.00 $1,060,000.00 








“54 gen. mort. income bonds. 7,250,000.00 318,123.29 931,876.71 

“he WRU 69.0.0 nt sas Raia ee 900,000.00 DOCOCO OC. ogicvass Ser 

Pr. & EE. Ist mort. 5 per ct. bonds. 500,000.00 500,000.00 a aaep Kronen % 
Dutchess Co, Ist mrt, 4% p.c.bnds 350,000.00 SR ARS 350,000.00 
NN. D. & C. Col. Tr. 5 per et. bonds — 216,000.00 216,000.00 § vinevasn oaehs 
De. iponme DORE... < occcccwes 1,164,500.00 1,156,500.00 8,000.00 
Total bonds ............$11,630,500.00 $9,280,623.29 $2,849,876.71 

The rehabilitation of this property is so far advanced it is believed 


practicable to commence the payment of a rate of interest, probably not 
exceeding 8 per cent., upon the general mortgage income bonds from the net 
earnings for the year ending June 30, 1908, 

Early in 1907 the New England Navigation Company acquired by pur- 
chase the entire capital stock of the Boston & Philadelphia Steamship Com- 
pany, running lines of steamers in connection with the rail lines of your 
company between Boston, Providence and Philadelphia, Pa. 

Negotiations were almost immediately entered into with the Merchants 
& Miners’ Transportation Company, reaching the principal ports south from 
Boston and providence, resulting in the consolidation of the two com- 
panies upon terms which eventuated in the acquisition by your company of 
a half interest in the Merchants & Miners’ Transportation Company and the 
entering into a close traflic relationship with the same, which it is believed 
will prove of importance to the protection of your property and the promo- 
tion of its revenue. 

The operation of the consolidated company since our interest in the 
same was acquired, indicates the investment will directly return to your 
treasury a profit in excess of the interest upon its cost, and the indirect 
advantages accruing through the influence it is possible to bring to bear 
upon the rate situation between New England points and the points south 
reached by the Merchants & Miners’ and its connections are of even greater 
importance to your company and the public served by it. 

The high rate of interest prevailing during the past year has rendered 
impossible the sale of any large amount of the 4 per cent. preferred stock 
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of the New England Investment & Security Company, from which it was 
expected there would be realized sufficient money to enable it to discharge 
its indebtedness incurred through the sale by the Consolidated Railway Com- 
pany of certain securities in electric lines in Massachusetts referred to in 
the report for the year ending June 30, 1906, which indebtedness through 
process of merger has become the property of your company. 

Only about $4,000,000 par value of said stock has thus far been dls 
posed of, and, until financial conditions materially improve, no further sales 
are possible except at prices inadvisable. 

The interest due has been paid, and the properties controlled by the 
New England Investment & Security Company indicate a development which 
should result within a reasonable time in the payment of the amount of 
indebtedness due, which payment will be materially hastened by improved 
financial conditions, rendering possible the sale of its preferred stock without 
too great a sacrifice. 

In the meantime the indebtedness would seem to be reasonably well 
secured. 

On May 31, 1907, by authority of the stockholders and in accordance 
with an Act of the state of Connecticut authorizing the same, a merger was 
effected of the Consolidated Railway Company and the New York, New 
Ilaven & Hartford Railroad Company under the name of the New York, 
New Ifaven & Hartford Railroad Company, 

The New York, New Haven & Hartford Railroad Company as to-day 
constituted is the owner directly of all the railroads, electric urban and 
interurban lines, lighting, gas and water supply companies formerly owned 
and operated under the separate companies known as the New York, New 
Haven & Hartford Railroad and the Consolidated Railway Companies. 

It was brought to the attention of your Directors early in the present 
year that a large amount of the capital stock of the Boston & Maine Rail- 
road was seeking a market, and if acquired by interests likely to become the 
purchasers, the result might be a serious menace to the independence and 
prosperity of your property. After a long negotiation tt was deemed ad- 
visable that your company should make the purchase, and agreements to 
that effect were entered into through which your company became indirectly 
the owner of the same. Such agreements contemplated giving all the stock- 
holders of the Boston & Maine the same terms, but before they became 
effective legislation was enacted by the commonwealth of Massachusetts pro- 
hibiting any further acquisition of stock before July 1, 1908, Inasmuch 
as the terms agreed upon contemplated a loss of one dollar per annum per 
share upon all stock to be acquired, it has worked no hardship upon your 
company thus far, and as the balance of the Boston & Maine stock is widely 
scattered there is no longer danger of its control passing to interests inim- 
ical to those of your property. 

The Boston & Maine Railroad is probably as little competitive and is 
more supplementary and complimentary to your system of roads than any 
other railroad property with which we are engaged in business, and the 
operation of the two properties in close harmony with the economies 
naturally resulting would, judging by experience everywhere upon the system 
of roads controlled by your company, render possible an improved service 
and reduced tariffs; and if the Boston & Maine Railroad can be acquired 
with the good will of the public it now serves it should prove a profitable 
business venture, but if there is to be only unfavorable criticism, misrepre 
sentation and disparagement, it may be well to proceed no farther, but such 
investment as has already been made even in that event is justified in that 
it has removed what could only be regarded as a menace to your property 
in preventing the control passing in another direction. 

New by-laws were adopted on May 31, 1907, increasing the number of 
Directors to twenty-five, and in accordance therewith the following were 
elected Directors: 

Mr. Lewis Cass Ledyard, of New York. 

Mr. Charles M. Pratt, of New York. 

Mr. Richard Olney, of Boston. 

Mr. A. Heaton Robertson, of New Haven, Conn. 

Mr. Frederick F. Brewster, of New Ilaven, Conn. 

Mr. Henry K. McHarg, of Stamford, Conn. 

Mr. Alexander J. Cassatt died at his home in Vhiladelphia on Decem- 
ber 28, 1906, and the following minute was recorded upon the records of 
the Board: 

“Alexander J. Cassatt died in PhiladeJphia, Pa., Dec. 28, 1906. His as- 
sociates desire to place on record their high appreciation of his services as a 
Director of this Company and express their sympathy and tender their condol- 
ences to his family on the great loss they have sustained. 

“Therefore be it 

“Resolved, That the Secretary be instructed to enter this minute upon 
the reeords of the Company and transmit an engrossed copy thereof to his 
family.” 

The vacancy was filled by the election of Mr, James McCrea of Phil- 
adelphia. 

The faithful and efficient services of the officers and employees are 
hereby acknowledged. 

By erder of the Board of Directors, 
CHARLES S. MELLEN, 
President, 





STATEMENT OF EARNINGS AND OPERATING EXPENSES OF THE STEAM RAILROAD 
IN DETAIL, FOR THE TWELVE MONTHS ENDING JUNE 30, 1907. 


Earnings. 
Passenger Department : 

Regular passengers ..........- 
Commutation passengers 
Extra baggage .. 
Special enna Low lor and sleeping 
Mails. .... 
Express ... 












24: a7 315.5 37 
——$26,758,929.06 





Freight Department : 











MMMM coal aha o> e's aw ato ona a eer va Ow ‘ $27,687,484.56 
Ifoisting, switching, WG 6 4 < niece 3 .§ 
—— —_—$28,386,704.38 
MRI Saas sya Go -aliere waaravacalevaih Guiaree) olorare eo alee dala wielse.w #ledieadae 402,398.26 
Telegraph receipts ....... Whee soe(aleie ee 4 o-e-eiWit ate aie aleiw alec al ee.e'a 53,904.62 


. .$55,601,936.32 








THE RAILROAD GAZETTE. 


Operating Expenses. 


Maintenance of Way and Structures: 







Repaics of roadway ......ccsccsesecccesvee $2,564,481.40 
Vo | a | renee rr ee ee 178,418.42 
oo PPP ee ee CTE Cee Ce 559,015.30 
Repairs and renewals: 

Of bridges and culverts............se00. 

Fences, road crossings, signs & cattle Is 

Of buildings atid fixtures... «0. cc ccswcccs 

Of GOeEs SUG WRAFVES, << cso sec cccce cess 

Of telegraph and telephones ............ 
Stationery and PriMtins .... .cccdeeccssnes ,75 
Other expenses, maint. of way and structures. 20,988.89 

UU a Cee det wane wslu cane ss em els aan ae $5,479,089. 15 


Maintenance of Equipment : 





BOOGIE OIE srg noo ois coe taco tusenwu eg ees $155,926. 
Repairs and renewals of locomotives ....... 2,264,160. 
= a “ * passenger cars ig 1476 
freight cars ...... {S1 
work cars .. 25 
marine equipme nt 181 
shop mehry & tools 3,960.2 
Stationery amd primtigge <...cccccsccwccrvene L,S64.7 
Other maintenance of equipment expenses.... 150,200.5 


WOROE Wis cen pened ohne ce eVubctaaeheeadun $5,638,784.42 


Conducting Transportation : 























eI 8 ck cee r aes ews ceanceden 
Engine and roundhouse men .............-. 
i eee ee ee 


Water supply for locomotives 
Oil, tallow and waste for locomotives 
Other supplies for locomotives 
Train service 
Train supplies and expenses ........ 
Switchmen, flagmen and watchmen 
Telegraph and Telephone expenses .......... 
Station service 
Station supplies 
Car service, balance 

Rie Se A on oc nc ewe nucwenae cous 
SS ee OE nice oc crseeeenteeeeens 
Clearing wrecks .. 
Operating marine equipment ............... 
Advertising 
CEERI -SAONCIOS fick ck cee ees 
South Boston elevator ............ 
Rents of tracks, yards and terminals 
Rents of buildings and other property 
DUMtlIONery ANG PeMINS .6 2s ce esc ccceses 
Other expenses, conducting transportation.... 


PR a cath edial ceca a ar Aa ad 29.4 Aa hare mig alias 












05.05 


General Expenses : 

Salaries of general officers ...........ecce0. 
Salaries of clerks and attendants 
General office expenses and supplies 
RUE cetdcle as Vacatadecaea oe 
Law expenses 
Stationery and printing (general offices) 
Gratuities QNG@ PENSION: . «5.0.6.2 ccccvevesee 
CHUGH GONGEAP CXONECE: 0.25 eh ccnwcceeedeas 





20: 08,67 4. 74 








PRONRM ak aha crea aa aire Wierd. 6. Sih cro WAI Rare aia $1 445,902.99 


Total operating q $37,850, 081.7 vt 







Net :COUNINGE sc oe tisdacceewnss ‘ 
STATEMENT, EARNINGS AND OPERATING EXPENSES OF 


BRarnings. 
RUBRGNROE Foin.6ta Kar ded Ow an nihedtelenie he eta 
PEM Sow ce ace ties dictates ae WERE Oe ewe mock 
RRMA ig ct 2-4 51 5, aes arn ae Eee a rare 
MeOeGOe. .. sicx 2s 3s 
Chartered cars 
Sale of power 





ROO NI aon ws hace 6 hd ciciaceacace eee wees 
Advertising ..... 


Miscellaneous, incldg. 





Total earnings. $10,688,057.80 
Operating Expenses. 


Maintenance of way and structures 









Maintenance of equipment < .... ces ccccccesses 
Maintenance of power plants ..............6.- 
Operation of — plants ..... 
OPGVATION Of COPE 66. occ6 senna 
General expenses ...........6.- 
MISCCHAHEOUS CERGNSES 5 osc: 66.0 < cee ew eceewvanee 
Total operating expemscs.............00. $7,022,158.11 
DRG COUR MRS  soecae sc: cea ia aie a ceia ola ae at oad sree ee mantras tie ee $3,615,899.69 


STATEMENT OF EARNINGS AND OPERATING EXPENSES OF STEAMSIIIP LINES. 


Rarnings. 


Pag has. 5 hes Soe oo es heehee mee eae ee 
State rooms 
PICO as oo o's win winecaes 


IMB ars @ as ee fad 6 acc we asco 

PINUS ada wr aie ade te adie davai cee aa aeran ened 
Lighterage and towing 
Dd Sa ao -5 064 aie CHa ck re sa eed hee Pemaw een 





ROE GRO aS cin dd is ee wees See $5,644,548.18 


Steamer repairs 
Running expenses 
General expenses 





$5,009,420.96 


Total operating expenses... ....sccccccccevcs 


WOR ORUINON ere c Uahcreeentankane napus cues Kveisleo aa $635,127.22 





















































































440 THE 
Prorir AND Loss ACCOUNT. 
Credit. 
Balance brought forw -s pom June 30, 1906: 
a H. & H. Co 





eWisiseibisica seis:ensey 3,084,445.67 
Subsidiary Bedi odrd AT eee ree ee 287,267.02 
— ———— $13 97671260 
Surplus income for year ending June 30, 1907,............+.- 1,988,053.70 
l’remiums on issues of stock and bonds less discount and com- 
i A IN 55 5 ie ain 'e.658 so. 0d04 0450's 0506s wees 4,777, 366. 03 
Profit on sundry securities .........ccccccccccccsccce : 





Sundry adjustments relating to prior years 


Debit. 
Improvements and betterments ...........+5-6. $3,000,000.00 
Loss on dismantled third-rail not replaced....... 40,720.07 
—_—————__ 3,040,720. 07 
Balance June 30, 1907, as per General Balance Sheet..*... $17, 402,038.55 


Exuipir A.—Investments in Stocks of Leased Railroad Companies not Con- 


trolled. 
No. 
of shares. Var value. Book value. 
A COMO MR ARCO, 5 noon 00:8 :5: 9) 5:0301 68,967 $6,896,700.00 $7, 638, 758.5 53 


Boston & Providence R. R. Corporation 1,902 190,200.00 2 
é 266,900.00 797 086.43 








Providence & Worcester R. R. Co. 2,669 

Norwich & Worcester R. R. Co....... 55,000.00 127,488.79 
ae ee Ge, © ee 87: 21,875.00 31,574.72 
Holyoke & Westfield R. R. Co........ 200 20,000.00 20,000.00 





$7, 450, 675.00 $9,192,362.19 


RAILROAD GAZETTE. 








VoL. XLIII., No. 15. 


ExuHisir B.—Other Investments. 


No, of shares. Par value. Book value. 
Boston Te o-s Company ..... 2,000 $200,000.00 $200,000.00 
N.Y... 0: R.R. stock,common. 291; "600 29,100,000.00 13,105,185.62 
N.Y., O. & W. R.R. stock, prefer red 23 2,200.00 3,212.00 
Central New England Ry. Co. 
Preferred stock and scrip .... 33,828.7650 3,382,876.50 845,719.13 
Common stock and scrip ..... 43,947.9538 4,394,795.38 659,219.31 
Gen’l income bonds and scrip...........- 6,318,123.29 4,596,434.69 
ee POP eee rrr eer 1,156,500.00 398,992.50 
Wood River Branch R.R. stock... 331 33,100.00 21,467.50 
Hart. & Conn. Western R.R. stock JO05 70,500.00 34,703.01 
Merchants & Miners’ Transporta- 
TAO C00 s BUCK 0. 's.6.00 0 65% 5 25,000 2,500,000.00 2,500,000.00 
Investments in and advances to P 
i Re Re a Te 8. ae 6 eee 1,527,227.23 
Bennington and North Adams St. 
CO NOI «Sos oars wicteo 6,484°/12 643,466.67 560,033.10 
Securities of and advances to 
Worcester and Webster and 
Webster and Dudley St. Ry. 
COMORINOG: | eos cc wicricis oo oo wie eieirswi'e sins ee 1,020,190.09 
Boston & Maine R. R. stock ..... 109,948 10,994,800.00 12,855,984.20 
Miscellaneous investments .........e+eeeee- eee veesee 324,966.75 


$38,653,335.13 








NEW HAVEN & HARTFORD RAILROAD COMPANY 


AND COMPANIES CONTROLLED AND OPERATED. 



































THE NEW YORK, } 
GENERAL BALANCE SHEET, JUNE 30, 1907. 
Assets. Liabilitics. 
Cost of properties ......cccccvescsvccccsceccccovcsses oe oh hOds800;988.09 Capital stock «0.052000 cece cease eres cceses $121,878,100.00 
Equipment : Less held by subsidiary companies ........ 24, 79 7,700.00 
Steam Taulroads 2.0... cc ceccccsccccs cc ccc GOnylOa VaOol —~ ——— $97,080,400.00 
Ie URNA 6. sa. ose550 665 'o 0.065 90OD 0:0 4.410 6,458,2 97 Outstanding Ci apital stocks, subsidiary companies (E xhibit D) 280,400.00 
RNS NNSEIN Solis cna he 6S oi. 0:54. 3 ws ao a. 0d ROE 13, 763,583.32 Funded debt 
- §8,014,760.10 ‘H, & H. R. R. Co. debentures, in- 
Investments in stocks of leased companies not controlled ‘oe debentures assumed of merged 
CEXHIDIt A) 2.0 eee eee eee eee eee eee ee eens 9,192,362.19 DOGG, MOUII AIDED NOD 5-36 70! Yo saei 3 igsaits ne, wlaase $146,965,400.00 
Other tvestaenta CICHIDIt BB) ...... 2 ccs ccd cc ss ene sen ees .. 38,653,335.13 Debentures of subsidiary companies (x- 
Real estate at Park Square, Boston, and South St., New York, ABUL OTE) eseic peels aaloraioll iste oie Miceronaenua tr ers 24,173,000.00 
RINE NY NINN Fa, sin] kb anes: ae Se 9: 6"'b 4 cee te BN Soba cere 5,210,000.00 N. Y, N. H. & H. R.R. Co. bonded debt, in- 
Expenditures for additions and betterments to properties leased 7,835,866.58 cluding debt assumed of merger roads 
Materials, fuel and other supplies ...........c0c cece eeeeee 5,004,408.06 EOIN ge 2) i eae ape ae pe arena ae 32,539,000.00 
Bonded debt of subsidiary companies (Ex- 
Current Assets, CUP GeE 6 1) Rt eee eee Cr ae are ree 25,232,000.00 
Agents and conductors balances .........+++2+.8 $3,020,565.438 ————— 228,709,400.00 
Accounts and bills receivable : Reserve for equipment and personal property taken over with e any 
Traffic balances ..........-+- $264,758 GONG as ecco cae s <6 5S 3 62h Eee RACER OAENE RR EES ES 8,630,461.62 
Miscellaneous accounts ........ 8,611,0% 
Oe OD | 14,550,912.7 42 ’ Current Liabilities. 
—_——_—— 8, 26,731.59 Traffic . 9 7eE 91.7 
Marketable stocks and bonds (Hxhibit C)....... 5,273,101 .00 tee Oo ee 
Deferred payments on subscriptions to debentures 22,327,619,15 BUMS BERGA I I ose ceu sess Gea ead sovoity dla leia aie acoso b oete 2 100 oe 
Cash: Miscellaneous accounts payable ............-. 38 
In banks on current account RURR INSU ETA RUAN acs. 0 £i0.0'.5-6 "6.005 4197s wei SR ALN ad phone ace 
SHG of BANG <6 ...26.. 0010 6 csvHts lates Reserve for insurance and accident claims.... 
On special deposit for payment Rentals of leased lines accrued. ............+.. 
of interest and dividends. . 4,028,279.7 i7 AICORERE GUC OF ACOLUCH. 6c 5:64 0:6 01070 0 wis 906 80:0 
= -= 11,640,649.99 Dividends Gwe OF QCCTMOD 2.6. sccsescctaccces 
—————— 60;659,356:06 TaxeS ACCTUEH 20... cecccesewcecescsavase 16,460. 89 
; ——_——-———_ 19, 805,338.69 
Assets in Special Funds. . 
Enaurance L0nd) Gat COBt) «<<. sicicis sce cece cee $704,464.43 Special Funds. 
Accident and casualty fund (at cost) .......... 102,992.26 MURR MIEN os: 6 soak oroid athe s oi eo idx ose yn'oie ee $1,077,846.82 
N. H. & Northampton Co. sinking fund (at cast). $84,778.82 Accident and casualty fund. ................ 148,145.69 
Harlem River & Port Chester R.R. Co.'s 1st New Haven & Northampton Co. sinking fund.. 884,778.82 
mortgage bonds special deposit ........ 736,600.00 Connecticut Ry. & Lighting Co. sinking and spe- 
Maine 8. 8. Co. sinking fund... .........2 s0s00086 95,824.21 CLA FUNGG: 6 65.0 6 0:0: 0.0.0:4.0:6 0 ces oF ec ee eee 260,982.17 
New London Steamboat Co. 1st mortgage bonds Providence Securities Co. Guarantee Fund..... 490,327.16 
RIE REESIIE: | ios io 0S wg ecoraiwielerain a eie)e 166,440.00 —-— on 2,862,080.66 
Connecticut Ry. & Lighting Co. sinking fund. 184,640.01 Proht Mis GORE GCCOMIE < 6:c-ec-bo:dio se WER Ss wore lace eestor mo coe es 17,402,038.55 
Woonsocket St. Ry. Co. bond redemption fund. 10,000.00 
SSS 2,885,739.73 Contingent Liabilities. 
Deferred Charges to Operating. The N. Y., N. HW. & H. R. R. Co. is liable jointly with other 
Prepaid insurance, pier rentals, ete............ $232,636.97 roads for any deficiency on foreclosure of bonds of The 
Betterments to piers .........ceeeee cece eees 180,670.71 Boston Terminal COMPANY, o< ..0-5 «566 5% be acs elelewe ome ee 
—_—_—_-_— 413,307.68 AES TERS 
97.68 $374,770,119.52 


$374,770,119.52 





We have examined the books of the New York, New Haven & Hartford 
Railroad Company, and its subsidiary companies for the year ending June 30, 
1907, and we find that the foregoing General Balance Sheet and Income and 
Profit and Loss Accounts are correctly prepared therefrom. 

All profits and losses of subsidiary companies controlled and operated 
have been taken up in the accounts except that the interest on the bonds of 
the Providence Securities Company so far as it has not been met from the earn- 
ings of its controlled companies, has been charged to the guaranty fund pro- 
vided by the stockholders of the Rhode Island Securities Company on the ac- 
quisition of that Company; and we hereby certify that the General Balance 


Sheet and relative exhibits are properly drawn up so as to show the true fi- 
nancial condition of the combined companies, and that the statements of in- 
come and profit and loss are correct. 
PRICE, WATERHOUSE & CO., Chartered Accountants, 
54 William St., New York City, Sept. 16, 1907. 
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Exurbit C.—Muarketable Stocks and Bonds. 


No. of 
Shares. Par Value. s00k Value. 
Penneyivania Be RCo: cc. cinccss sce eas 771 $38,550.00 $38,550.00 
Merchants & Miners’ Trans. Co. 
4 per cent. debentures, 


Ci 2 ee 3,250,000.00 — 3,250,000.00 
Central New England Ry. Co. 

5 per cent. first mortgage bonds. 

Due February 1, 1919 
FP oughkeepsie & Eastern Ry. Co. 

} per cent. first mortgage bonds. 


190,000.00 199,500.00 





S20G INOVOMIDCE To BOQ. a5. ccc wc nes 500,000.00 500,000.00 
Newburgh, Dutchess & Conn. It. R. Co. 

5 per cent. collateral trust bonds, 

Pine March SD abs cs hescsc oes cena 216,000.00 216,000.00 
Bennington & No. Adams St. Ry. Co, 

h per cent. first anes bonds. 

Due February 1, 192 445,000.00 445,000.00 
Miscellaneous bonds ..............000 624,500.00 624,741.00 





$5,264,050.00 $5,273, 791. 00 


ExHIBit D.—Outstanding Capital Stocks of Combined Companies Controlled 


by Stock Ownership, 

Total. Held by In Hands of 
; . Outstanding. | Companies. Public. 
New England R. R. &o- common.. $20,000,000.00 $19,983,800.00 $16,200.00 
New Inngland R. R. oe 5,000,000.00 — 4,999,900.00 100.00 
Rhode Island Sec ae Co... 12,000,000.00 11,986,900.00 3,100.00 
Berkatire Th. Fee ©0666 one vc vos 1,078,700.00 829,300.00 249,400.00 
New Milford Power Co.......... 1,000,000.00 999,000.00 1,000.00 
Hartford & N. Y. Trans. Co.... 500,000.00 499,400.00 600.00 


$39,578,700.00 $39,298,300.00 $280,400.00 


Subsidiary Companies. 
Ifeld by 


~Debentures of 
Total 


Exuipit PF, 
In hands of 


Outstanding. Companies. Publie. 

Providence Securities Co. 

4 per ct. gold debentures. 

Due May 1, I957......«G19,898,000.00 = .ccccvcess $19,898,000.00 
New England Navigation Co. 

4 per ct. debentures, 

Due Jan. 1 re 3,175,000.00 $2,500,000.00 7 675,000.00 
New England Navigation Co. 

4 per cent. gold debentures. 

Due Noy. 13, 1955...... SC0C 000.00  — scveccsene _ 3,600, 000.00 





$2,500,000.00 — $24,173,000.00 
lessee Norwich & Worcester R. R. 
lessee Old Colony R. R 


$26,673,000.00 
H. & H. R. R. Co., 


yHeld by N. Y., 
H. & H. BR. BR. Co., 


*Held by N. Y., nN 


Exnisit L.—fRentals of Leased Lines. 





Old ihe MUSEO OMEN oor cr acc Sa oe hike cio SR EIR ee Sn eee Dees $1,453,028.22 
New E ngland EEL NOMN Sol a coh ore -a.6. 5 a alec e eH ot Oe aie eer ord wines ee 930 488. 00 
Boston -@ Providence MAUrOad  ....i.5 ci 6 ns0%s mare c ne wwaoeceuke 482.031. 31 
Erowldence & WOrcester FANPOad «... 26 eccce sec cntvcwswneses 395,908.75 
NOPWICN :G Worcester HAMORG.....05 ccc ce ceed cevereccecse 286,772.34 
Harlem River & Port Chester Railroad.............cccceeees 25,400.00 
New -lsaven & Norinammon Co. oc. os 6c ccc ccc ecccdveweedeees 118,265. 00 
Boston & New York Air Line Ratlroad...........:6 02sec cccees 32,038.89 
Erolvoke: “G. Westtela HSlroads oo05 0.6 ccc ceca cueeeeens 51,081.44 
AST MPEE DD RETUAICGER, 3 al cc pool chenc or sndioieher aio oa Helier Sires wk Chm are ew eee 15,000.00 
Providence, Warren. & Bristol Hatlroad. .....0.0cccccecseeses 7,630.08 
PW IUSEL- “VAMC r: TRAMROGO | onic pecs sds c wierd ee bcc t mee aeceeeee 1,956.00 
Plymouth & Middleborough Railroad..............-..e0e0e. 11,350.00 
Miltord ‘@ Woonsocket RANr0ad. o..c6ce sc ces ccasecbccceens 3,000.00 
Milford, Franklin & Providence Railroad... .....cccsseccces 600.00 
CS ReeeRRERENRS  RAMNEDNIEE AMES. Oh 5 aio 55.9 xan gita'e Zo Grae re: or eck e-0: 8-6 a. onbere cor econieaiecie 4,036.54 
Wy EN re oe wee gh wk e eeew Ved OMS eR waa e ba ee 4.421.51 
Connecticut Railway & Lighting Company.................. 891,657.86 
Worcester & Webster Street Railway.......c.cccccccccvene 4,350.00 
United Traction & Bilectric Company... ....ccccccccesecece 2,062.50 
Rhode Island Savarban Namtway. occ. ce cccsc cer tscecnseses 283,056.66 
Re A ara Gao a law ads ae dv See Se wae 89 8.8 Se Oe 660,102.67 
Pawtucket Street pS eres er ee ce eee 27,591. 67 
Providence & Burrillville Street URE WU 06 ico 30a oe wie nimeae st 6,350.00 
WOOREGCHGE. EPOCE: FERIIWEY oc. icnic ee ss sae cebaaescers es 666.66 
,604,846. 10 
STATISTICS. 

Passenger Traffic: 

Number of passengers carried earning reyenue...... 

Number of passengers carried one mile............. 1, 

Average distance carried .....cecccccces sss. «Miles 

Total pass, revenue (excluding mails, express, etc.) .. 

Average amount received from each passenger....... 

Average receipts per passenger per mile............ 

Total pass. earnings (including mails, express, ete.) . 26,758, 929. 06 

Passenger earnings per mile of road...............- 12,988.70 

Passenger GRPDIISS PCr TAI WHE. ccc iwc eeceseene 1.64877 


Freight Traffic: 
Number of tons carried of freight earning revenue. 


21,370,230 


Number of tons carried one mile atari cide ade ccd wales 1,927,686,950 
Average distance haul of one ton............. Miles 90.20 
Total freight revenue (excluding miscellaneous)..... $27,687,484.56 
Average amount received for each ton of freight..... 1.29561 
Average receipts per ton per WN yoo Ohare o's oe a:60'0 8. 01436 
Total freight earnings (including miscellaneous).... 28,386,704.38 
Freight earnings per mile of road...............-. 13,778.82 
Freight CAENINGS POF TRAM THO. 6. 6 ccc idee ewes 3.49777 
Total Traffic : 

Grose earnings: from Operation c< « .c..ccccsceasccece $55,601,936.32 
Gross earnings from operation per mile of road...... 26, 989. pe 
Gross earnings from operation per revenue train mile 30645 
Operating expenses ......... eee ee eee ee reece ceeee 37, 7” ogi. 71 
Operating expenses per mile of road.............-. 8,372.31 
Operating expenses per revenue train mile.......... 1.57008 
RHGUEEG THOME OCUMPNUION S066 s oo b.c-4 occ ads o 0-000 86.:0:0:0.8 17,751,854.61 
Income from operatiom per mile of road............ 8,616.69 
Income from operation per revenue train mile....... -73637 


Train Mileage: 


BEllos rie Tet PAMRONSE’ WEIMS.. 2 6 occ ee cee cious 
DUGG TUe. ee CPOE CURING 6 566 ore 8 6 cisnelede vas comes 
Bavies TU. DY MISCE CAMB. 6 6s cc ce ve sacdsiewncweas 

Total mileage trains earning revenue........... 24, 107, 112 2 
Milles rum Dy SWitChine CHAINS. 6 oo ceca sic ce eeeacs 6,454,511 
Miles run by construction and other trains.......... 767, 469 


Gramd total. trait milage is oes ocd cise pees wos Si, 329, 092 


RAILROAD GAZETTE. 











441 
Car Mileage, ete. : ee 

Mileage of passenger CAars........cccccccccceeeses 72,251,475 _ 
Average number of passenger cars in train......... 4.45 
Average number of passengers in train. _84 
Mileage of loaded freight cars—north or east 9,514 
Mileage of loaded freight cars—south or west....... 58,223,715 
Mileage of empty freight cars—north or east........ 15,970,727 
Mileage of empty freight cars—south or west........ 40,134,757 
Average number of freight cars in train............ 24.63 
Average number of loaded cars in train............ 17.72 
Average number of empty cars in train...........-. 6.91 
Average number of tons of freight in train......... 237.53 
Average number of tons of freight in each loaded car. 13.41 
Average mileage of road operated during the year. 2,060.17 


IMPROVEMENTS AND BETTERMEN’'S. 
















GQh) COlSIRS = Sosa dice cookdscveweaweedaeeveces 
New Bridges : 
LP SLOP Oe OPT OE CR ETE eR Tee Cee $360,751.86 
MERMUNOEOG a Scan c ceased eacceccsaewedie 342, 839.26 
PE er er ee ee ee oe 43,130.22 
PERIMNONUNONE eo ciiciedavdne¢ 4s neatedwimnes « 34, "028.58 
PE NO ce cere wcwwes acne pawns 171,696. o% 
—_——— 952,446.89 
New Haven cut improvements................. 908, 525.42 
Waterbury improvements ...............-6-65 540,932.91 
Second track, Naugatuck division.............. 691,411.35 
GG PIM So ea vccwe ccc naeeseeee'g-del 945, 060. 8 
WI CUI ds, Sok ae ai a et ew Oe weenie ae 446,575.10 
Electrification of New York division........... 2,610,389.40 
Electrification of Middletown and Berlin branch. 219,681.09 
HOUSAtGnIC SECON TEACE. : ... ccc ccecccccoenrs 21,026.54 
Eliminating grade crossings................+6- 55,17 
cc gia dwanec es Ce manca Deen ee er aes 122,14 
Dn PP eererrererrrre ce as 55. 16 
SUNGEY TMMIPFOVEMIENTS: 2.6. we ec ccc cccewnees 526,482.94 
$10,688,679. 22 
New equipment, consisting of 51 steam locomo- 
tives, 32 electric locomotives, 47 coaches, 2 


composite, 4 baggage, 4 parlor baggage, 4 bag- 
gage and mail, 15 baggage and smoker, 5 ob- 
servation, 3 diners, 20 horse and carriage, 25 
milk, 1,054 box, 500 coal, 500 flat, 2 steam 
shovels, 1 derrick, 1 rail unloader, 55 box cars 
converted into cabooses, less equipment sold 


and destroyed 60.84 


4,062,5 


Total steam railroad 


FRUWAYS << 0 cvceseccwes 


Double tracking street 
Betterment of track 
Track extensions 
Electrification new 
Additional power 
Miscellaneous 


lines 





$1, 849, 363.66 
New equipment, consisting of 149 open cars, 100 


closed cars, 4 express cars, 5 work cars, 4 coal 


cars, 8 snow plows and 2 sprinklers........ 954,592.44 


$2,803,956.10 





Total street railwayS.......-.cceeeeees 





New steamers 
Now FIGHtIGiS 6 coc cise cet cette xccewecwwecncere 
Fire protection, Newport 

Total steamship ee eee Eee er 


"TOEAL, AEE LINES cic cic cic ie sieece veces 





These expenditures have been charged to: 
Cost of property... ...ccccccceccccsccsscce 
Equipment 
Profit and loss 


$12,251,093 033 
5,017, Lhe : 











STATEMENT OF INSURANCE FUND. 
The assets of the fund June 30, 1906, 
The assets June 30, 1907, consisted of : 
Notes of N. Y., We BE GE Re He. C6. ccc cnces 
$330,000 debentures of Bo Consolidated Ry. Co. 
(1930) of book value 

20%, 100 convertible debenture 
Jan. 1906, of N. Y., N. H. & H. R. R. 

of book value 
$50,000 debentures of the Providence Securities 
Co., of book value 
$1,500 debentures of N. Y., 

of book value 

$008 debenture scrip of the Consolidated Ry. 
Cars Gi DOOR WANG: occ does coca no wanes 

$300 debenture scrip of N. Y., 
Co., of book value 


amounted t0O........+++ 
$556,870.83 


co edeneCahaaeee ewes 295,417.50 
certificates of 
mR, BB. Ce, 


¥.) Noi & IE TR. RCo. 


806.00 
300.00 


Total investment 1,133,960.75 
CRI CH OS ai vine xc 65s Ks eee cdKsewnranneen 118,001.94 
Accrued interest 6,771. 





Less estimated claims not yet set- 
Beret Bans tia cane 6:4 haved 6 cana een 


Less unearned premiums, etc....... 16,886.88 


180,886.88 


1,077,846.82 


Increase for the year... .ccccccccccoscesccvenceceesns $81,366. 46 


Explained by the following statement of operation : 
Receipts : 
Interest and dividends on securities...............0000- 
From the railroad company...........+seseeeeeeeeeeee 
Premiums from subsidiary companies.................. 
Salvage 


Total 
Disbursements : 

Losses paid operating department...............-..00+ 
Premiums paid on outside imsurance...........-....+-- 
Return of premiums paid by subsidiary companies 
Expenses of administration 
Estimated amount due operating department and subsid- 

fary companies for losses. .......ccesccccccccccces 
Unearned premiums, ete. 


Total 





164,000.00 
16,886.88 


246,184.35 
$81,366.46 


riin during the year 





DESCRIPTION OF STEAM RAILROAD EQUIPMENT. 
Rolling Stock, Owned and Acquired from Leased Roads, 
Owned by Acquired 








Company. by Lease. ‘Total. 
Locomotives : & 
DINE WE 5 05.53 we x 5.6 6616 GSR od See Doi 349 168 517 
BIMPARE feo 56 0G e055: 4% 18 6 6:4cars SINS 6 ew 6 Si oes Oe 333 104 437 
NE hg le tec Gh es eae ines Galera b ane Ab ere 151 37 188 
EN a Ml gibi Ne bso lar e re s.ne se OEE CS: 34 34 
BR okie a aewidbsley Ssewe Page eases 867 309 1,176 
Cars in Passenger Service: 
SII Be 2 cs 0) 45 i0-0,0 4 oe ee GMOs om eb ae) ¥ 6 938 409 1,347 
PAEIOT RG COMPORIES 6.0. 06.5 on.csi0ec0vesanes 137 + 144 
Combination passenger and baggage........ 97 143 240 
Combination passenger, mail and baggage.... 7 11 18 
ESE ee tae ee ee eeerer ee 45 minis 3 
SRRMNNINE ing ve eta tans 8s G05 AISA al wiles 6550.6 be ue Se 14 1 15 
PER iors bce carey axe in Sie sob Wiese wide (S wets wea 8.5, 9% 30 1 51 
ND oo cg awn ase sik 6 di0 abe % 4 Veen ves o9 184 » 42 226 
Combination mail, baggage and express...... 22 17 39 
eg ee rn ee eee 43 7 50 
JO OS | OS ee ae ee 49 eae 49 
RR at 5.5.5 widis Share we w8 Gb pe weg S eH 1,564 638 2,202 
Cars in Freight Service: 
oO AE eee ey ee ee ee 4,686 1,145 5,851 
ON ees os aise io hin: bee eee Sd ww OAS OWS 9,570 1,474 11,044 
NN eons bi ahe ies o-o 6 6618 S10, w) ie wwe. Oe Boe 1,931 310 2,241 
RSE SOMITE 6 5: 5: 5::ciw 0 0: 5's: '8 04 9:010-0:5:4'% 0 Od 139 10 149 
CS 6 Ee ee ee ee ee ee pees 277 94 371 
ee ee es See 82 (8 8! 
OS ee eee cer ae ‘ 48 48 
INE os v.05 kB Ces e860 0b a si6w eee 1 hate 1 
0 ey ey See eee eee eee 2 aeue 4 
DNL BS Sa co eed 5 Gabanitare ce anern eos Haves iw 16,688 3,088 19,776 
Cars in Company’s Service: 
SPINGORS: BOE AG. o.5:5-0000.5.0 4-900 ies00 04.0 wees 9 4 13 
Air brake instruction car...............06. 2 er 2 
SEE earns eee ee ere 30 14 44 
NE 2p le as Gd ne Gaara a6. bd eS RON WH © WA 30 17 47 
OSE eee eee rer ore ere re 296 56 352 
RNID MIU INNS 5.0 sp:sa hve tara aS cde eV de Ow @eeracw 6 12 2 14 
NN ss Se ua Soin aE io Wha eG) 186s dea: BN aC 181 22 203 
Ne us abs dia, SiS Ss LAD A-ar8- wie. 9:0'd oS WS Oil 25 17 42 
ET TET OEE CLERC R EEL 18 oe 18 
Pile Griver and tenders. .........cseccssees 14 2 16 
sallast, plow and spreader..............66. 305 805 
i ee eae are Er a ier ne 992 13 1,056 
DESCRIPTION OF STREET RAILWAY LINES AND EQUIPMENT. 


The Connecticut Company operates 640.17 miles of street railway lines, 
of which 411.01 miles are owned and 229.16 miles are leased, serving the 
following cities and towns: 

Cities of New Haven, Hartford, Bridgeport, Waterbury, New Britain, 
Meriden, New London, Norwich, Middletown, Stamford, South Norwalk, Rock- 
ville, Derby, Ansonia, and the Towns of East Haven, Branford, North Haven, 
Wallingford, Hamden, Orange, Southington, Plainville, Putnam, Thompson, 
Killingly, Plainfield, Waterford, Montville, Norwich, Lisbon, Sprague, Port- 
land, Wethersfield, West Hartford, Farmington, Bloomfield, Windsor, East 
Hartford, South Windsor, Manchester, Enfield, Gastonbury, Suffield, Green- 
wich, Stratford, Milford, Huntington, Fairfield, Westport, Norwalk, Darien, 
Naugatuck, Torrington, Winchester, Beacon Falls, Seymour, Cheshire, New- 
ington, and Berlin, Connecticut; and the Towns of Rye, Port Chester, Har- 
rison, Mamaroneck, and New Rochelle in New York State. 


Statement of Equipment, June 30, 1907. 


THE RAILROAD GAZETTE. 





Vor. XLIII., No. 15. 


The Connecticut Company also operates the following gas, electric light- 


ing, water and power plants: 
AE OBPOMCOPG | ss6s cess ole Electric lighting and water. 
At Waterbury... ossssss Blectric lighting. 
At New Britain...... ..- Electric lighting. 
At Greenwich.......... Electric lighting and gas. 
BE TIOPWAIK «6055s. esse Electric lighting and gas. 
AC DAUBATUCR «6:05 056-058 Gas. 
ee eee Electric lighting and power. | : 
At New Milford........ Power for furnishing electric lighting and power. 


The Rhode Island Company operates 310.90 miles of street railway lines, 
of which 43.89 miles are owned and 267.01 miles are leased, serving the fol- 
lowing cities and towns: 

Cities of Providence, Pawtucket and Central Falls; and the Towns of 
Cranston, Warwick, North Providence, East Providence, Johnston, Cumber- 
land, Lincoln, Barrington, Coventry, Scituate, Warren, Bristol and Hast 
Greenwich, 


Statement of Equipment, June 30, 1907. 











Owned. Leased. ‘Total. 
Closed cars, double truck......ccccccccesscces 102 124 226 
Cleged: CATs, “RINGS TOOK. vi6.6.0.6:0\0 0s 0 eee ce «4 nee 170 170 
OCT COLH; GOUIIG TENOR 66556 56.05 0 0.54 siete eg 018 166 103 269 
Open cars, single truck.......cccccssccccees ates 115 115 
Total PASKHENEL CAPS. 622666 cocci cece sceces 268 512 TSO 
Express cars, double truck.........eeseeeeeees 6 5 ii 
Express cars, single truck .............-+eee. z 3 B 
Snow plows, double truck ..........eeeeeeeeee re 5 1 
Snow plows, single truck...........++s++2e0. 30 oF 57 
Work cars and miscellaneous equipment...... 37 57 9 
Sta 2 x cso. 0x 31s sin oe We aw ered cp etalaieiereteterets 342 604 946 


Floating Stock. 
Steamers: 

Steamer Maryland, two compound engines 24 in. x 44 in., stroke, 9 ft.; 
carrying capacity 6 Pullman sleeping cars, or 6 passenger cars, or {2 
freight cars. 

Steamer Express, two compound engines, 26 in. x 28 in., stroke, 3 ft.; 
carrying capacity 10 passenger cars, or 19 freight cars. 

Steamer Wm. T. Hart, inclined direct acting engines, cylinders 46 in. x 46 
in. diameter; stroke, 9 ft.; carrying capacity, 10 passenger cars, or 20 
freight cars. 

Ferryboat Fairhaven, length over all, 94 ft.; breadth over guards, 26 ft. 2 
in.; depth, 10 ft.; vertical beam engine, cylinder, 30 in. diameter ; 
stroke, 6 ft. 

Tugs: 

Transfer No. 1, cylinder 26 in. x 26 in. 

sd “ 2, eylinder 26 in. x 30 in. 
4, cylinder 30 in. x 30 in. 


“ “ 


= “ 5, compound engine, cylinders 22 in.-40 in. x 26 in. 
‘* 6, compound engine, cylinders 22 in.-40 in. x 26 in. 

‘“ 7, compound engine, cylinders 20 in.-40 in. x 28 in. 

8, compound engine, cylinders 20 in.-40 in. x 28 in. 


9, (steam lighter), compound engine, cylinders 20-in.-40-in. 


x 28 in. 


“* 10, compound engine, cylinders 22 in.-40 in. x 26 in. 

** 11, compound engine, cylinders 20 in.-40 in. x 28 in. 

“* 12, compound engine, cylinders 20 in.-40 in. x 28 in. 
* ‘ 14, compound engine, cylinders 22 in.-48 in. x 36 in. 
: “ 15, compound engine, cylinders 22 in.-48 in. x 36 in. 
ie “ 16, compound engine, cylinders 20 in.-44 in. x 30 in. 
, “ 17, compound engine, cylinders 20 in.-44 in. x 30 in. 
ir “18, compound engine, cylinders 20 in.-44 in. x 30 in. 
ee “* 19, compound engine, cylinders 20 in.-44 in. x 30 in. 
: “* 20, compound engine, cylinders 20 in.-44 in. x 30 in. 


Car Floats: 
10-car, 10; 12-car, 11; 14-car, 2; 16-car, 8; 22-car, 16; total, 47. 
Derrick: ‘Americus,’ hoisting capacity, 20 tons. 








Owned. Leased. Total. 
CCUDNRE CAPA, BOWDIC: CPUCE o,o.is:o:000.0:0:6'0 9:0 95008 0:0 080 214 56 270 
Closed cars, single truck...........ccccccscess 251 144 395 
ee Ve Eo) ee eee 209 62 271 
Open cars, Sthgle truck ........0scccccsessccees 352 130 482 
Convertible cars, single truck ................ 2 rae 2 
ce ae. |. re 1,028 392 1,420 
express cars, Gouble truck .....cccccessnceons 3 4 7 
MMPONS CAFE, SINGS CHUCK one ce eccccevecscess 15 7 16 
Snow plows ...... sees e cece eens see scssecees 52 28 80 
Work ears and miscellaneous equipment...... 125 35 160 
I I rs ge aah wave wl 918/95 ss REO ae: eg 8 8 
RIND aro SoS aap gs ce ches GW, aL LO AT RSC OOO QUO 1,231 460 1,691 
DESCRIPTION OF STEAMBOATS OPERATED BY 

Name. Class. 
se | re eae Paddle wheel, passenger and freight ............ 
I a-ak’ wiko-e's w. 66 56 - “a 43 " MO eee 
Providence .........++. - “e - w(ohayeahiere 5 Stearn 
eee OR we TED oie tk 
Pilgrim ....00 cee ecece Ps - 7 ts es ahs eeeeeesons 
eer Twin screw, ss Aim = Satahaierete Nie Siete 
City of Taunton ....... Paddle wheel, - Te eee 
City of Fall River...... - = See seers 
City of Brockton ...... Weis * - st Reis telecine eee 
CEMEEG eeksccs consvase Single screw, se ere ee A 
New Hampshire ........ i “* Rave - LOT Te wee 
Pequonnock .........:- 24 PN citcd oh ceeweee eee ie oe 
City of Lowell .....3..:. Twin screw, passenger and freight.............. 
Chester W. Chapin ..... Twin screw, passenger and freight.............. 
Mohegan ...........+. RSUNRIG WCHOW, TECIGNG 6 o:5 0:00:46 ois sid nwiaiwiacsis sie wines 
|. OO tS rene Ee SUE, CRONE 6 160% 6:0:6:0 4'0 0 is & ORR w bGa ole cen 
Richard Peck .......... Twin screw, passenger and freight.............. 
Re ee ED SNE ok acc v's ob wd eb awe oF be ere wee 
City of Lawrence ...... Paddle wheel, passenger and freight............. 
Bridgeport ....cs<sss2% . * * - gl er ee 
i ee Single screw, ad ” OB | ca oh 
eS eee ee Paddle wheel, a is ™ “ce ets eee 
aera si “ ne id Sime Shem eid ieialoctieie 
City of Worcester a = 3 i ee 
dt. | | a eer Twin screw, = ne ake agiiae a 
Massachusetts ......... Twin screw, - tie Mn Sas Near ree 
Kleanor F. Peck........ Single ORG, UNM MANTNOED | s\n. 5's sen wie eeeleveniece's 
i es TWit SCREW, BtCAM TBAT oso. o eee '5.6 655-019 0s eo wes 
Transfer No. 3 ........ Compound engine, cylinders 20 in.-34 in, x 26 in... 
New Shoreham ........ Single screw, passenger and freight. ............ 


THE NEW ENGLAND STEAMSHIV COMPANY. 


—Dimensions— Carrying capacity 


re eam. 

Length Beam Gross No. of Cars 

over all. over guard. tonnage. passengers. of freight. 
440 ft. Gin. 93 ft. 5,292 1,500 67 Owned 
449. 4% io. 4,593 1,500 59 < 
397 se * 4,365 1,500 90 3 
S66 ** Be. 3,770 1,500 7D rs 
392 < ot * 3,483 1,200 53 re 
318 “ 60 “ 6in. 3,626 50 170 L 
300 “ 10° 2,881 47 119 : 
4 Ai Saas 2,533 50 107 : 
287 ** wo: 2,071 40 115 . 
310 =“ 60 “ 2,395 600 88 4 
310 * 60 “ 2,395 600 88 . 
276 * 3 in. G2: * 2,930 Pei 159 be 
336: ** 66 * 2,975 1,000 84 Ne 
324 “ 64 *“ 2,868 1,113 64 
ono 60 2,783 hoot 190 
280 Go: 2,783 a ceewne 190 s 
sis“ 62 10 in. 2,906 1,900 80 . 
PD: * SY * 1,360 Caters 72 : 
250 * 64 “ 1,678 400 45 bis 
260 “ 66 “ 1,310 1,769 36 . 
233 ‘“ pes 1,113 500 34 fs 
199 ‘“ 56 757 1,200 19 : 
299 <“ 75 * 2,554 40 102 s 
340 “ BO 2,489 700 69 $§ 
396 <“* 52 * 4,029 50 194 Ag 
396 “ no ** 4,029 50 194 ' 
109 * 30 * 357 ere 6 
139 * a00** 442 12 
i66 “ 34“ 503 "500 Leased 





